














& Wy, 
e 
sifica. s 
ester e 
a WE 
mmon 6 
e 
a 
ot al - 
“f : 
s = 4 4 
RR . oo “Lal! s 
2 
“a | : 
RR ¥ Reg. U. 8. Patent Office 
ot al, ° Fntered as second class matter January 4, 1918. at tbe postoffice at Chicago, Ill., under the Act of March 3, 1879 
, H m 
| a 
7" S Vol. XLII. No.7 WH CHICAGO, ILL., FEBRUARY 16, 1929 
a 
~f 5 | 
Ry a 
it 
a 
sx ® 
g 
' 
— * 
held a / 
irket s 
= . Through the Hart 
ig! e 7 7. J 
= ~>re wt se | of the Mississippi 
: Valley! 
- —~ 
ugh @ “f * 
1 In 
nts; a \ «2: 
orld, s “@ a 
if ~ asics lae Reread a _ = S- ) 
tion. g cA?) dS, — Sj ) 
— & F) = Co 5) 
2 ~ wy 
= id ‘i “aye ) 
affic 4 \ Na 
= 4 . | 
e 
| * 
* l 
. re 
4 ‘ MOBIL ‘ 
| = weve . \\\ WW SJ =. 


mi 
NEW ORLEANY oa - 


Gulf Mobile & Northern Railroad 





THE TRAFFIC WORLD 


Isthmian Steamship Lines 


General Offices: 50 Trinity Place, NEW YORK CITY 


Braneh Offices: 


Herald Building, SYRACUSE, N. Y. Commerce Bidg., ROCHESTER, N. Y. Rockefeller Bldg., CLEVELAND, 0, 
Union Trust Bidg., CINCINNATI, OHIO Marine Trust Bldg., BUFFALO, N. Y. 


DIRECT STEAMER SERVICE 


From New York, Philadelphia, Boston, Baltimore, New Orleans, Galveston, Mobile 
and Pacific Coast Ports 
To India, China, Japan, Philippines, Dutch East Indies, Straits Settlements, 
Brazil, River Plate, Chile, Peru, Mediterranean, Levant, 
U. K. and Continental Ports 


Also INTERCOASTAL SERVICE 


New York, Baltimore, Portland, Norfolk, and other Atlantic and Gulf Ports, to 


San Diego, Los Angeles, San Francisco, Portland, Seattle, Vancouver, etc., and return to New York, 
Boston, Baltimore, Philadelphia, Providence, and other Ports as cargo offers 


Direct Service Baltimore to Honolulu without transshipment. 


For particulars, rates, sailings, etc., apply to General Offices, or to 
NORTON, LILLY & COMPANY, General Agents—New York, Chicago, Detroit, Philadelphia, Baltimore, Norfolk, 
Newport News, Boston, New Orleans, Mobile, Cristobal, Balboa, San Diego, Los Angeles, San Francisco, 
Portland, Seattle, and Vancouver. 


E. C. EVANS & SONS, San Francisco (Pacific Coast—United Kingdom). 


The trend of costs in your Shipping 
Department should be downward 


JUDSON CONSOLIDATED CARS 


on less than carload shipments 


SOLVES YOUR PROBLEM 


Officers 


RICHARD FITZGERALD, Chairman of the Board 
WALTER J. RILEY, President J. L. O} CONNOR, Ass’t to Vice-President 
H. E. PORONTO, Vice-President T. R. SORENSEN, Ass’t to Vice-President 
R. HACKETT, Vice-President H. D. HOWELL, Manager Export Department 
P. R. GATES, Secretary H. H. BENEDICT, Manager Eastern District 
E. E. HESSE, Treasurer 


Judson Freight Forwarding Company 
140 South Dearborn Street, Chicago, III. 
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Ships From 
j| The Seven Seas. | 


leek, swift Liners,laden with 
passengers, mail and express-- 
fast stuff. Big burly bull-nosed 
tramps, crusted with sait and 
red rust in their wanderings. 
Great ships and small ships, all 
come down for rest and cargo 
at The Front Door of New York. 
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Rubber, spices, chemicals, 
exotic things and ordinary 
things come in their vast holds 
andare loaded over the side into 
Eric Trains which speed them 
to their usefulness. 


in a nanamenie 


Other Erie Trains bring down 
to the shipside products ofthe 
wrealith of America’s resources. 
Lumber, steel rails, locomo- 
tives, automobiles--everything 
used anywhere--going out in 
the world to make life happier, 
better or more comfortable for 
somebody, 


GSoing and CGoming, the trade 


of the Wrortd knows The Erie 
Railroad, at The Front Door of 
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THE TRAFFIC 


Z Sy Offers a Highly 


Developed Freight Service 


BETWEEN 


The New England States and the South 
and West—Eastern Canada and all points 
South. Close affiliation with the lines listed 
below makes this an ideal route for the 
rapid movement of shipments. 


Canadian Pacific Railway 
Canadian National Railways via Rouses Point, N. Y. 
Quebec, Montreal & Southern. ... 


Boston & Maine via Mechanicville, N.Y. 
Boston & Albany ‘ via Albany, N. Y. 
Pennsylvania 


Lehigh Valley via Wilkes-Barre, Pa. 
Central R. R. of N. J. 


} via Binghamton, N. Y. 
via Owego, N. Y. 
And Their Connections. 


Our nearest representative will, if given opportunity, render you 
HELPFUL SERVICE 


All D. & H. Traffic Agencies are furnished information daily relative 
to junction passings. The Agency nearest you will keep you advised 
of the progress of your urgent carload shipments if requested to do so. 


DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 


ALBANY, N. Y.—Telephone 3-11-41 NE i : 
J. E- Calket, Milk Agent, phe N. Y.—Telephone Whitehall 5648 
uilding . Cc. G. H 
oe pecky General Eastern Freight Agent, site Ss Wacken Bsletia Zivight Boot 


oy ee PHILADELPHIA 

ATLANTA, GA.—Telephone Walnut 5464 1271 : a Se 
onte Pickens, Jr., Commerci gent, W. H. > : 
930 Healey Building ay a Freight Agent, 


BOSTON, MASS.—Telephone Liberty 14108-4107 1420-26 South Penn Square 

> a eeler, New Englan reight Agent 

A. W. Ackley, Asst. New England Freight Agt., PITTSBURGH, PA.—Telephone Grant 5516 
429-430 Chamber of Commerce Building H. W. Haas, General Agent, Freight Dept., 


513-514 Bessemer Building 
BUFFALO, N. Y.—Telephone Seneca 0853 
Jas. Vandenberge, General Agent, Freight Dept., SCRANTON, PA.—Telephone Bell 2-8751 
722 Ellicott Square Building J. J. Coyle, Division Freight Agent, 


CHICAGO, ILL.—Telephone Wabash 8994 D & H Passenger Station 
C. H. Clark, General Agent, Freight Dept., ST. LOUIS, MO.—Telephone Chestnut 9178 
1101-02 Utilities Building, J. B. Stewart, General Agent, Freight Dept., 
327 South La Salle St. 1021-1022 Pierce Building 


MONTREAL, QUE.—Telephone Uptown 7424 TROY, N. Y.—Telephone 765 
James Fitzsimons, Gen. Canadian Freight Agt., James T. Hayden, Division Freight Agent. 
106 Drummond Building., 1117 St. Catherine E. H. Dow, Asst. Division Freight Agent, 
St., West : Union Station 
W. G. Story, General Freight Agent, Albany, N. Y. 
Max V. Beckstedt, Gen. Freight Agent, Albany, N. Y. 
F. N. Hiller, Asst. Gen. Freight Agent, Albany, N. Y. 
Jas. A. Flanders, Jr., Asst. Gen. Freight Agent, Albany, N. Y. 
C. S. Hallenbeck, Asst. General Freight Agent, Albany, N. Y. 
. W. Nyland, Coal Freight Agent, Albany, N. Y. 
. F. Perry, Assistant to General Traffic Manager, Albany, N. Y. 
. E. Roberts, Assistant General Traffic Manager, Albany, N. Y 


Cc. E. ROLFE, J. T. LOREE, 
General Traffic Manager Vice-President and General Manager 


ROUTE OF ALBANY, N., Y. 
THE MONTREAL LIMITED—Popular Short Way between New York and Montreal 
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PORT OF NEWPORT NEWS, VIRGINIA 


‘AN ALL YEAR PORT 
On Hampton Roads, U. S. A. 


With Exceptional Geographic Location and Sufficient, Efficient 
Facilities for the Rapid and Economical Handling 
of Export, Import and Domestic Traffic 


Twenty-Four Hour Service Vessels May Enter or Depart Night or Day 
The Shortest Ocean Gateway to the Middlewestern Section of the United States 


THE TOBACCO PORT OF AMERICA 
THE COAL PORT OF THE WORLD 


The Home of the Greatest Shipbuilding and Repair Plant in the United States. 


Facilities at the Port of Newport News Include: 
Railway Facilities to Shipside—No Lighterage. — 
Thirty-six Piers, Wharves and Docks. 

Eighty Merchandise and Tobacco Warehouses. 

Million Bushel Capacity Grain Elevator. 

Electrically Operated Steel Coal Pier. 

Regular Steamship Service to the Ports of the World. 

Efficient Stevedoring Organizations. 

Thirty-five Foot Draft Channel, Navigable Day and Night. 
(Forty-foot Channel Authorized.) 


The Port of Newport News 


The Chempeske and Ohio Railway 


For detailed information write— 


W. L. Divine, Foreign Frt. Agt., R. C. Creager, Asst. For. Frt. Agt., 
Chesapeake ‘& Ohio Railway, Chesapeake & Ohio Railway, 
299 Broadway, New York City, 299 Broadway 


k or : 
Newport News, Virginia. New York City. 
Geo. C. Marquardt, Asst. For. Frt. Agt., C. F. O’Donnell, Asst. For. Frt. Agt., 


Chesapeake & Ohio Railway, Chesapeake & Ohio Railway, 
Webster Building, Chicago, Il. Richmond, Virginia. 
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Dock Construction 
Responsibility 






OR almost a quarter of a century, Dock and 

Terminal Company Engineers have been ad- 
vancing Dock and Pier design until today the ideal 
construction for economy and permanency is con- 
ceded to be the reinforced concrete dock. 





























The first reinforced concrete dock in the United 
ay States was the Cleveland Dock, built under the 
es Ferguson Patent. Ferguson revolutionized Dock 

and Pier construction just as Bell revolutionized 
communication by means of the telephone—with 
full Federal Patent Protection. 


The Federal Courts, in five separate decisions, 
upholding the Ferguson Patent, have repeatedly 
affirmed the basic principles of this construction by 
recognizing superior strength, economy and endur- 
ance as inherent in the Ferguson Dock. 


There is a definite responsibility in the building 
of reinforced concrete docks, and, fortunately, in 
recognizing this responsibility, many Dock and Pier 
owners have saved themselves thousands of dollars 
in construction costs. 


As exclusive holders of the Ferguson Patent, and 
as Consulting Engineers specializing in dock and 
pier construction only, we are in a position to con- * 
sult with you on your tentative plans and to make 
definite recommendations on the type of construc- 
tion best suited to your needs. 


Write or wire us in the interest of safety, security 
and economy. 





The Dock & Terminal Engineering Co. 


Consulting E ngineers 
CLEVELAND, OHIO 





1248 WALNUT AVENUE 
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Nicket Pate Roan 


We Are Living in a Fast Age and Our 
Service Conforms to the Times. 


An Efficient Fast Freight and Passenger Service 


BETWEEN 


Cleveland, New York, Chicago, St. Louis, 
Peoria, Indianapolis, Toledo, Detroit, 
Buffalo and Points Intermediate. 


Through Service to the West, South, 
Southwest, North and Northwest. 


. COURTESY—SAFETY—DEPENDABILITY 


Ship and Travel 


Nice. Pate Roan 
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The Texas*.Pacific 
Railway 
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“What’s that straight line we’ve been following?” 
‘“'That’s the Mobile and Ohio Railroad, the route of the— 


The most direct way to 


MOBILE 


from Chicago and St. Louis 


Quickest Time — Shortest Line 


Lv. Chicago (Illinois Central via Cairo) 


Lv. St. Louis (Mobile & Ohio) 
Ar. Mobile (Mobile & Ohio) 





e . . e §: :30 m: 
Fast over-night service between Memphis and Mobile—%v. Mobile.” 7:00 a.m. 










i ' 
t 
: ooh ~ t 


* 


pes cn: ole Wh Tat ws 


ee 


? 


MILLS and BOX FACTORIES 






Ty <I) == 4| (CORRUGATED, SOLID FIBRE and 
BCC’ AG eek: BOXBOARDS) 
SS ae E: of the 


4 > 4) CONTAINER CORPORATION 
GENERAL OFFICES Ses, OF AMERICA 

2 MILLS AND oe a 

2 BOX FACTORIES ee and MID-WEST BOX COMPANY fae 
AT CHICAGO ad IN ILLINOIS aoe 

we Tx Corrugated and Solid Fibre box factories at 

Ogden, our Chicago Division, ship their products 

broadcast over many states, primarily Illinois, lowa, By. 

Missouri, Wisconsin, Minnesota, parts of Michigan cae 


and Indiana and states west of the Mississippi River 
as required. 


Our Chicago Coated Board Mill distributes Box- Sali 
boards for setup and folding boxes, paper tubes and att A 
cans throughout the Middle Western and Southern i 
states, extending sales as far east as Buffalo, New York. 








Pee Our Chicago Ogden Mill manufactures Test Liners 
e and Chipboard for shipping containers. 
aes At Chicago, are also maintained our main Laboracory for Chem- 
ee ical and Physical Research, a large Machinery Construction division, 
2 a self-contained Rubber Die division and one of the largest waste 
He paper plants in the country, the Pioneer Paper Stock Company. 3 
Foon e ° ° . 3 hs 
TY w This gives the Company control of important raw material sources = 
Dt ay and basic equipment which not only insure quality and perfection of * 1% 
ew hy 7 products but also tend to reduce cost to consumer. 3 * 
QA 7 ag eaig 
OTHER FACTORIES AND MILLS REL, 


at Cleveland, Ohio, Philadelphia (Manayunk), Pa., Fair- 





mont, W. Va., Charleston, W. Va., Cincinnati, Ohio, Ander- 
son, Ind., Kokomo, Ind., Circleville, Ohio, Natick, Mass., 
and Bridgeport, Conn.— 


WILL BE FEATURED IN LATER INSERTS 





A Clearing House for Better 
Boxes Combining Quality 


Economy and Ingenuity 


HE unusually high rating of our Corrugated 

and Solid Fibre shipping containers among 
users of fibreboard boxes we attribute first to 
their outstanding Quality, and secondly, to their 
proved Economy. We have as far as is humanly 
possible eliminated guesswork in manufacture. 
As regards performance, we refer you to any one 
of our many clients. What our containers are 
doing every day for others—they can do for you. 
Always dependable, they have solved many 
hitherto troublesome packing and shipping 
problems for hundreds of shippers—and these 
wep may be yours. Write us when in need. 


e¢ COUPON. 


Some Industries Now Using Our 
Solid Fibre or Corrugated Boxes 


Bakery Goods 

Canners 

Building Material 

Sporting Goods 

Books and Maga- 
zines 

Toys 

Crockery 

Bottlers 

Fruit Packing 

Radio Goods 

Pictures 

Vegetable Growers 

Meat Packing 

Dairy Goods 

Soap and Chips and 

ashing Powders 
Matches 


Furniture 
Stationery 
Lamps and Shades 
Tobacco—all forms 
Perfumery 
Paints and 
Varnishes 
Automotive 
Glassware 
Insecticides 
Rubber Goods 
Electrical Goods 
Men’s, Women’s 
and Children’s 
Furnishings 
Millinery 
Confectionery 
Carpets and Rugs 


Shoes 

Breakfast Foods 

Proprietary 
Remedies 

Spices 

Foods—All Kinds 

Instruments 

Brooms, Brushes, 
Etc. 

Ceramics 

Leather Goods 

Doors 

Hardware 

Dry Cell Batteries 

Enamelware 

Filing Cabinets 

Electric Light 
Bulbs 


CONTAINER CORPORATION 


OF AMERICA 


and MID-WEST BOX COMPANY 


111 W. Washington St. 
Six Mills — Twelve Factories — Capacity over 1200 tons per day 


RETURN COUPON 
CoNnTAINER CORPORATION OF AMERICA 
111 West Washington Street, Chicago 
Gentlemen: Please have one of your experts check our 
present packing and shipping methods—without obligating 
us—for the purpose of reducing our costs if possible. 


~ 


Chicago, Illinois 
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Do the Worrying | 


It isn’t always the mattress, the neigh- 
bor’s dog or his radio that keeps you 
from sleeping. Often it is concern as 
to whether or not that shipment will 
get there quickly and in good shape. 


GIVE THE 


SOO LINE 


A CHANCE TO HELP YOU 


EDMONTON G 


VANCOUVER 


IT CAN 


A WINNIPEG 


% EMERSON 


THIEF RIVER FALLS 


ALWAYS DEPENDABLE 
FREIGHT SERVICE 


Boston, Mass., 40 Central St. 
Buiale, N. Y., 504 Iroquois 


Idg. 
Chicago, Ill., 1630 Bankers Bldg., Clark and Adams. 


hippewa Falls, Wis. 
Cincinnati, O., 709 Traction Bldg. 
Cleveland, O., 915 Union Trust Bldg. 
Detroit, Mich., 2243 First National Bank Bldg. 
Duluth, Minn., 408 West Superior St. 


Grand Rapids, Mich., 1001 Grand Rapids Trust Bldg. 


Indianapolis, Ind., 430 Merchants Bank Bldg. 
Kansas City, Mo., 723 Walnut St. 


AGENCIES 


Los Angeles, Cal., 530 Van Nuys Bldg. 
Memphis, Tenn., Porter Bldg. 
Milwaukee, Wis., 68 East Wisconsin Ave. 
Minneapolis, Minn., Soo Line Bldg., 5th 
St. and Marquette Ave. 
Neenah, Wis. 
New York, N. Y., 1550 Woolworth Bldg. 
Omaha, Neb., 725-26 W. O. W. Bldg. 
Passaic, N. J., 250 Bloomfield Ave. 
Philadelphia, Pa., 1500 Locust St. 
Pittsburgh, Pa., 2041 Oliver Bldg. 
Portland, Ore., 3rd and Pine Sts. 


To avoid delay, shipments for Canadian 
destinations must be accompanied by ship- 
pers’ export declaration made in triplicate. 
This document must be delivered to railroad 
agent at initial point_with the shipment and 
accompany same to Canadian port of entry. 


SAULT SAINTE MARIE 


4 
“Sr0 
Ye 
BESSEMER 


MENOMINEE 


pase an MANITOWOC 


SAINT PAUL 


MILWAUKEE 


CHICAGO 


St. Louis, Mo., 2050 Railway 
Exch. Bldg. 
St. Paul, Minn., 1112 Merchants National 
Bank Bldg. 
San Francisco, Cal., 681 Market St. 
Sault Ste. Marie, Mich. 
Seattle, Wash., 5564 Stuart Bldg. 
Spokane, Wash., 1006 Old Nat’! Bank Bldg. 
Superior, Wis. 
Tacoma, Wash., 1113 Pacific Ave. 
Waukesha, Wis. 
Winnipeg, Man., 603-604 Lombard Bldg. 


Route Your Freight~CareSooLine 





Total Rail Lines 
16,726.69 
Miles 
Total Water 
Lines 
3,825 Miles 


(Continued from Feb. 2nd issue) 

In connection with this 
summit shaft we have a 
record of how they got a 
hoisting engine to this 
elevated location where 
there were not even trails. 
A small Hinkley engine 
that had been used by the 
Sacramento & Placerville Railroad Com- 
pany was secured for this purpose and 
the motive power department directed to 
move it from Sacramento to the summit. 

The engine was dismantled at Sacra- 
mento, everything be 
ing taken from it to 
lighten the weight. It 
was then taken on the 
line to Gold Run, which 
was the end of the 
track. Here it was 
jacked up, wheels taken 
out and by the use of 
traveling jacks moved 
14 inches at a time to a 
logging truck, a clumsy 
contrivance with wheels 
two feet wide, so de- 
signed to travel the 
muddy roads of the 
rainy season. After the 
engine had been bolted 
and braced on the 
truck “Missouri Bill” 
hitched his ten yoke of 
oxen and the “black 
picked goose,” as they 
called the stripped loco- 
motive, was on its way 
to the summit, with 
Chief Wagonmaster L. 
P. Pratt in charge. 
We'll let J. O. Wilder, a S. P. pensioner, 
who got the tale from Missouri Bill, tell 
the rest of the story: 









“Goose” Scares Teams 


“All went well until a half mile east 
of Dutch Flat. Here the engine received 
its first cussing, for she had been the 
cause of a stampede of a ten-mule team. 
Anyone familiar with mules knows that 
when they start something they usually 
finish to a queen’s taste with a lot of 
broken gear. 

“From that day on the ‘black goose’ 
raised hell on the trail. Word of the 
dread spectacle passed speedily into the 
back country and it was with fear and 
trembling that those in charge of emi- 
grant trains of prairie schooners tackled 
the trails in that vicinity. There was 
trouble every day while she was on her 
way up the mountain. Even the stage 
coach horses would balk at the sight of 
her. We finally resorted to the expe- 
dient. of blindfolding the mules and 
horses that had to pass, because we 
found that whenever they caught a 
glimpse of the locomotive they took 


SOUTHER 


THE TRAFFIC WORLD 





FROM TRAIL TO 


A History of Southern Pacific 


either to the hills or the ravines, which- 
ever looked best to them at the moment, 
and were not particular what they took 
along with them. I will give the mules 
credit, however, that before starting they 
did their best to kick everything loose. 
The blindfolding device was suggested 
by Wagonmaster Pratt, who also offered 
the services of his teamsters to help lead 
the hooded animals past the scarecrow. 


“After. that the only serious sufferers 
were the traveling men who were too 
busy to listen to advice. It mattered 
little whether it was a young team they 
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drove or an old pair of skates traveling 
along with their heads down, one look 
at the ‘goose’ and they forgot everything 
and dashed away for the hills. 

“The farther up the mountain we got 
the steeper became the grades and the 
softer the roads. Wagonmaster Pratt 
took no chances and for long stretches 
would build a regular corduroy road. 
Sometimes the grade would be too heavy 
for the oxen and the company’s fast 
freight teams, which were constantly on 
the road taking supplies to the workers 
beyond the mountain, would be requisi- 
tioned to help. 

“After crossing the divide above Emi- 
grant Gap the road to Crystal Lake was 
down grade. Because of the great weight 
of the locomotive this proved the most 
difficult part of the journey. With heavy 
logging chains and chain tackle fastened 
to the big pine trees the ‘black goose’ 
would be lowered down the grade as far 
as the tackle would permit. Then the 
engine would be blocked and the tackle 
changed, and so on until the bottom of 
the grade was reached. 

“The ‘black goose’ finally reached Hea- 


(Advertisement) 
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tonville, now Lower Cisco, where it 
caused great excitement. From there to 
the summit was up grade. This last leg 
was practically clear sailing except for 
crossing the upper and lower outlets of 
Kids Lake or the Cascade, as it is now 
known, and crossing the Yuba River and 
Drivers Creek, the bridges over which had 
been rebuilt to take care of the ‘goose,’ 


“Everything was ready when the sum- 
mit was reached. The engine was jacked 
up and placed on huge timbers and soon 
was ready to pay with interest the cost 
of her coming. The journey occupied 
six weeks. All this was 
told to me by Missouri 
Bill, the bullwhacker.” 

How they worked on 
the tunnel is indicated 


~~) in a statement from 

y ei Wilder, who was then 

in the civil engineer- 

emia ® ing corps. “When we 
~\ fe 2 ahs reached the summit 


with the location line 
in August, 1866, the en- 
gine was running the 
hoisting works in the 
shaft, which by this 
time was down nearly 
90 feet. The engineers 
were Con Collins and 
George Gifford. They 
worked 12-hour shifts 
—no firemen and no 
Saturday afternoons or 
Sundays off.” 


Speed Tunnel Work 


To cross the Sierra 
fifteen tunnels were 
driven altogether. The 

longest was the summit tunnel. Work 
on the tunnels had been stopped en- 
tirely during the winter of 1865-1866. 
To avoid another such delay, John J. 
Gillis, the engineer in charge of that 
work, kept three shifts of men at work 
day and night on the approaches of the 
tunnels during the summer of 1866. 
One night in the autumn he stumbled 
over two miles of rough mountain trails 
and laid out the east end of the tunnel 
number 12 by the light of a bonfire. Be 
fore midnight the men were at work. 
When winter began the headings were 
underground, so that the work could go 
on uninterruptedly, though it was neces- 
sary to dig snow tunnels 200 feet long 
to keep the entrances open. That win- 
ter there were forty-four snowstorms, ip 
some of which ten feet of snow fell. 


While the work was going on in the 
tunnels the construction of the line be- 
low continued from Colfax. It was 
opened to Secret Town. July found 
trains running into Dutch Flat, connect- 
ing there with the stage lines for Nevada. 


(To be continued in Mar. 2nd issue) 
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The Traffic World may be read on the following trains: 

peak Val Ret Chee o ag pat a er "Philadelphi 

t . a 
and Philedsicne New Yok : ase 
TERMS OF SUBSCRIPTION 

MEYEAR 2 eee $10.00 
TREE MS ao Gh een Ae es ee eee oe ea 3.00 
ag ae a Sie le a rae Gli om 
418430 South Market Street Mills Buildin 

CHICAGO, ILL. WASHINGTON, D. C. 








OUR PLATFORM 


Keep the government out of business. This applies 
toocean and inland waterway transportation as well as 
toother business. 

Regulation of motor vehicle common carriers in 
interstate commerce, and a special fee for the use of the 
highway as a place of doing business. 

Regulation of intercoastal steamship business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the car- 
tiers as a whole the adequate revenue prescribed by the 
kw and the Commission. 

Development of inland waterways for commerce 
oly where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
thould pay for the privilege of using the waterways in 
oder to recoup the taxpayers for the cost of develop- 
ment and maintenance. 

Repeal the Hoch-Smith resolution. 

A traffic department in charge of a capable traffic 
man for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort 
if service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
Waterway carriers are not to be regulated, then. remove 
regulation from the rail carriers. 


HOCH-SMITH VAGARIES 

Far be it from us to argue with distinguished attor- 
leys as to the bearing of certain acts or resolutions of 
Congress on specific rate cases, or even to attempt to 
sate with any degree of assurance just where their logic 
kads; but we may, at least, venture the assertion that 
the brief of Norman, Quirk and Graham, filed in the 
Supreme Court of the United States in the interest of 
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certain clients in the so-called lake cargo coal case 
serves to call pointed attention to some of the vagaries 
of the Hoch-Smith resolution, with respect both to its 
conception and its interpretation by the Commission. It 
is interesting to note here, by the way, that, though the 
Commission used the Hoch-Smith resolution as a reason 
for reducing rates on deciduous fruits from California, in 
the deciduous fruit case, it relies, in part, on the same 
resolution for condemning, in the lake cargo coal case, 
reduced rates on coal that disturbed a relationship it 
thought proper and that it had tried to fix in a previous 
decision. We are not especially criticizing the Commis- 
sion for this apparent inconsistency. Nothing but incon- 
sistency can result from any attempt to follow this 
resolution. Nor are we criticizing the Commission for 
trying to follow it. It is the instruction of its master, 
Congress, and it must do its best to stand on the burning 
deck, like the famous victim of an earlier and equally 
foolish order. The difference is that the boy who chose 
to burn rather than disobey might have jumped and 
probably would have been commended for it, whereas 
the Commission cannot jump, if it would hold its job. 


The Commission, in the case at issue, pointed out 
that the Hoch-Smith resolution was not directed to the 
carriers—“it is directed to us. Carriers who seek the 
approval of rate proposals will be expected to show that 
a finding of justification can be made consistently with 
the policies outlined for us in the resolution. This has 
not been done in this proceeding.” On this point counsel 
say to the Supreme Court, with considerable aptness: 


What is the justification that the carrier failed to make in this 
case which the Hoch-Smith resolution requires? The Commission 
says that the carriers will be expected to show that a finding of justi- 
fication can be made consistent with the policies outlined for the 
Commission by that resolution. This is an impossible burden. If 
that resolution imposes any such burden it would be unconstitutional. 
Moreover, it is a requirement which the Commission laid upon the 
carrier. Congress does not. How could any carrier, or set of car- 
riers, which publish two rates such as was done in this instance, ascer- 
tain the nature and effect of such rate adjustment on all traffic 
throughout the United States? Yet such is the burden which the Com- 
mission seeks to impose on the carriers in this instance. 


Surely counsel are right in declaring that what is 
demanded is an impossible burden. They are right also 
in saying that it is a burden imposed by the Commission 
and not by Congress, but our sympathy goes out in great 
waves to the Commission, nevertheless, in the quandary 
in which it finds itself. How, indeed, to give relief to 
or change in any respect rates affecting a basis industry 
until it has finished its study of the rate structure of the 
country and adjusted all rates in accord with the simple 
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mandate of Congress expressed in the Hoch-Smith 


resolution. 
In another part of its decision the Commission said: 


To accord to a carrier the right to transport a substantial portion 
of its tonnage at rates upon the obviously low level here proposed, 
while giving. no relief to the agricultural industry, including live-stock, 
which Congress has declared to be ina depressed condition and entitled 
to the lowest possible lawful rates consistent with the maintenance 
of an adequate transportation system, is counter to that mandate. 


What counsel say to this and to some other things 
is reproduced below, not, we may say, because we en- 
tirely agree with it or because it settles anything, but 
rather because it serves to point out some of the dif- 
fculties and is valuable in suggestion. It may be true 
that the Hoch-Smith resolution did not actually change 
existing law. That is a matter of phrase. But it did, 
we think and the Commission holds, instruct the Com- 
mission to adopt an entirely different method of making 
rates from the method it had been using. The Commis- 
sion might have had the power to judge rates in that 
way before the resolution was adopted, but it was not 
doing it and it is trying to do it now. Of course, in the 
sense that what it does under the Hoch-Smith resolution 
must not be in conflict with the law, it makes no change 
in existing law. Nor do we think what Mr. Hoch and 
Mr. Rayburn had to say at the time the resolution was 
being considered in Congress especially important. They 
little knew then what they were doing and they haven’t 
learned much since. 


What did the Commission have in mind when it said that it 
could not approve the rates here involved, because, as it said, of their 
low level “while giving no relief to the agricultural industry” which 
the Congress had declared in a depressed condition in January, 1925, 
and entitled to the lowest possible lawful rates? Inferentially, the 
Commission apparently meant that although the respondent carriers 
here have shown that the proposed rates would be profitable, that they 
are higher than the other rates maintained by them on coal traffic, 
nevertheless they cannot be approved because the Commission may 
later require them to reduce rates on agricultural products, which 
incidentally represent a small part of the traffic handled by these 
carriers. Coal constitutes more than 80 per cent of the traffic of 
the Norfolk and Western and the Chesapeake and Ohio. 

The function of a common carrier is to carry. The law and 
not the Gommission accords to it the right to transport goods at 
rates established by it, unless such rates violafe some inhibition in the 
law laid upon the carrier, and the Commission finds that violation. 
The qualifying phrase “while giving no relief” relates to action or 
omission by the Commission and not by the carrier. Would the situa- 
tion change if the Commission had given some relief to the agricul- 
tural industry, whether or not it contemplated giving more? It is 
obvious that rights that the carriers have under existing law cannot 
be denied them because of what the Commission does or fails to do 
in other matters and under other provisions of the law. 

The Hoch-Smith resolution does not give the Commission any 
new powers. Nor did it change existing laws. It is at most a mere 
declaration of general policies. While it purports to impose upon 
the Commission certain vague duties, the resolution repeatedly empha- 
sizes that those duties must be exercised by the Commission under 
the powers it has under existing law and must, in all instances, be in 
accordance with that law. The Commission is required to do certain 
things “in so far as it is legally possible to do so” and “to make in 
accordance with law” such changes, etc., and in respect to agriculture 
it is directed to make “such lawful changes” in the rate structure as 
will promote the freedom of movement. 

It was upon this direction in respect to agriculture that the Com- 
mission particularly relied. It said (R., 98): 


Nor is the management of a prosperous carrier wholly free to pick out 
at will one commodity, such as bituminous coal, and in its discretion accord 
to it a basis of rates so low as not to afford a fair measure for the reasonable- 
ness of rates on even that traffic. The policy of Congress as to where the 
lowest possible rates shall be applied has been expressed by it in the Hoch- 
mith resolution, to which we have given such efect as we could in respect 
of important commodities. Georgia Peach Growers Exch. vs. A. G. S. 

Co, 139 I. C. C. 143; Calif. Growers’ & Shippers’ Protective League vs. 
S. P. Co., 129 I. C. C. 25, 132 I. C. C. 582. Other important investigations, 
under the same resolution, with respect to agricultural products, including 
livestock, embracing practically the entire country, including the territory here 
Particularly concerned, we now have in progress. To accord a carrier the 
tight to transport a substantial portion of its tonnage at rates upon the 
obviously low level here prcpanes, while giving no relief to the agricultural 
industry, including livestock, which Congress has declared to be in a depressed 
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condition and entitled to the lowest possible lawful rates consistent with the 
maintenance of an adequate transportation system, is counter to that mandate. 
The Hoch-Smith resolution is not directed to the carriers; it-is dirceted to us. 
Carriers who seek our approval of rate proposals will be expected to show 
that a finding of justification can_be made consistently with the policies out- 
lined for us in the resolution, This has not been done in this proceeding. 


The Commission seemed to think that Congress had directed it 
to fix rates for agricultural commodities that would be relatively 
lower than those it fixed for other commodities, and lower, also, than 
it would have fixed on the basis of established rate-making considera- 
tions alone, for it quite evidently thought that it was its duty to keep 
other rates high that it might carry out “the policy of Congress as to 
where the lowest possible rates shall be applied.” 

The Commission has very plainly misconstrued what Congress 
intended. The word “possible,” as it appears in the resolution, is 
surely to be taken as meaning “legally possible” in view of the careful 
exclusion of intent to legislate that the preceding clauses of the resolu- 
tion disclose, and, even more surely, in view of the utter want in 
Congress of any constitutional power to pass such obviously discrimina- 
tory legislation as the Hoch-Smith resolution would be if it empowered 
the Commission to favor one industry over another in the matter ,of 
rates. Equal protection has never yet meant equal prosperity even 
as between industries. But the Commission’s action in the present 
case involves an even graver sort of class legislation with respect to 
rates than would be authorized by such a law. The Commission has 
picked and chosen the beneficiaries of its powers, not alone as between 
industry and industry, but also from amongst those engaged in a 
single industry—that of mining bituminous coal. 

Moreover, if Congress can empower the Commission to manip- 
ulate the source of railroad income to accord favors to those engaged 
in temporarily unprofitable occupatoins, what has become of the rail- 
road’s property? Is it not obvious that it is arbitrarily taken to benefit 
those to whom the carrier owes none but a carrier’s duty? Or if it 
be insisted that no manipulation, or adjustment is contemplated “save 
what is compatible with adequate transportation service” and with the 
carriers’ immunity from a prescription of confiscatory rates, it seems 
clear that so much adjustment it was the Commission’s duty to effect 
even before the resolution was passed, and we come back to the propo- 
sition that the resolution is not legislation but a mere admonition, 
coupled with a direction to launch the comprehensive investigation for 
which the resolution provided. 

That such was the nature of the resolution is clear from the state- 
ments in Congress of Representative Hoch and others in charge of 
the legislation. The House committee in charge in its report (H. R., 
735), on H. J. Res. 141, said: 


The present structure does not give proper weight to the question of what 
the traffic can fairly bear. The cost of the service to the carriers is not the 
only on that must be considered but the value of the service to the shipper 
as well. 


During consideration of the resolution it was suggested to Mr. 
Hoch that the Commission had all of the powers to which the resolu- 
tion referred. He replied (Cong. Rec., p. 11019, Vol. 65): 


I think the Commission has the power, but I say that it will be tre- 
mendously helpful to have this mandate from the Congress saying to the 
Commission: “We call your special attention to the agricultural depression, 
and we direct that you shall give all possible consideration to agriculture, 
including livestock, consistent with the maintenance of an adequate transpor- 
tation service.” 


Mr. Rayburn of Texas, also a member of the House committee 
in charge, said (Con. Rec., p. 11022, Vol. 65): 
I think the Commission has that power now, but does not feel justified in 


undertaking the vast task without this expression on the part of the repre- 
sentatives of the people. 


The Hoch-Smith resolution, as originally introduced, was designed 
to ask the Commission to readjust rates for the benefit of agriculture. 
It was amended in both House and Senate with the result that the 
direction was broadened to include a general investigation of the entire 
freight-rate structure of the country; but, as already emphasized, the 
final direction is careful to provide that any changes made as the 
result of the investigation shall be such only as are authorized by law. 
It is fantastic to contend that radical amendment of the transportation 
act was intended by the general language the resolution contained or 
by the informal legislative procedure that Congress adopted to express 
its wishes. 


PASSING THE BUCK 

The decision of Division 4 of the Commission in the 
case of Hild and others against the Chicago, North 
Shore, and Milwaukee Railroad Company (reported 
elsewhere in this issue) opens queer possibilities, it 
seems to us. “ The defendant company, claiming to be 
an interurban railroad and not a railroad under the juris- 
diction of the Commission with respect to the issuing 
of securities, issued certain securities without obtaining 
permission. Hild and other owners of common stock, 
deeming themselves injured, asserted that the company 
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did, in fact, operate a railroad within the meaning of the 
act, and that it had no right to issue these securities 
without the permission of the Commission. They asked 
the Commission for a ruling. The Commission, after 
due hearing, “passed the buck” by declaring that no 
affirmative relief was asked for and refusing, therefore, 
to decide the point in issue. 

We are not attempting to pass on the merits of the 
controversy. The road in question may or may not be 
a railroad within the meaning of the act and the juris- 
diction of the Commission. We do not presume to say. 
But suppose, for the sake of the argument, that it really 
is a railroad, having become so by the character of the 
business it does and other tests. It has, then, issued 
securities without the consent of the Commission and, 
therefore, in violation of the law. It may continue to 
do so, so far as the Commission is concerned. So, we 
take it, may any other railroad, whether its character 
as a railroad be questioned or not, so long as it can 
market its securities without Commission sanction, and 
the Commission will do nothing about it unless “affirma- 
tive relief” is asked. 

The act itself, under which the Commission operates, 
lays down certain penalties for violation of the section 
regulating the issuing of securities. Of course, the 
litigants may go to court, where the Commission rele- 
gates them, but they will have to prove there the fact 
on which, it seems to us, the Commission ought to pass 
and as to which it is the best judge. We notice that 
Commissioner Eastman thinks it should have decided 
the question, and we agree with him. The road in ques- 
tion is either a railroad or it is not. It is, it seems to 
us, certainly up to the Commission to say what it is 
when it is asked. 

Moreover, if the Commission is to side-track mat- 
ters of this sort on the theory that it has no jurisdiction, 
would it not be a good thing to make its rulings before 
the time and expense of hearings are incurred?. Surely 
it was apparent on a mere reading of the complaint that 
what the Commission finally found—that no affirmative 
relief was asked for—was the case. Why did not the 
Commission then say that the case was not properly 
before it? There has been a good deal said—some with 
justice and some without—as to dilatory methods of the 
Commission in doing business. President Coolidge him- 
self. has lately indulged in criticism along this line. The 
case we have been talking about seems to be one in 
point, even if nothing worse could be said about it. 





R. R. EARNINGS IN 1928 


In 1928 Class I railroads had a net railway operating in- 
come of $1,193,133,741, which represented a return of 4.71 per 
cent on the property investment, according to the Bureau of 
Railway Economies. 

The net in 1928 was an increase of $107,992,145 over the 
net of $1,085,141,596 for 1927, according to the bureau’s statis- 
tics. The return in 1927 represented a return of 4.38 per cent 
on the property investment, said the bureau. «+ 

In December, 1928, the net railway operating income was 
$94,385,667, which represented an annual rate of return of 4.44 
per cent on the property investment. In December, 1927, the 
net was $54,264,574, or 2.61 per cent on the property investment. 

“The effect of increased economies and efficiencies in oper- 
ation which have been inaugurated by the railroads of this 
country,” says the bureau, “is reflected in the reports as to 
earnings in 1928 of the rail carriers.” This is probably best 
illustrated by the fact that the ratio of expenses to gross rev- 
enues during the past year was the lowest for any year since 
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1917. In 1928 the ratio was $72.40 per every hundred do 
—— revenues, compared with $74.54 in 1927, and $73 Py 
1926. e 

“In the face of an increase over 1927 of five-tenths of o 
per cent in the volume of freight traffic carried by the rallonss 
in 1928 compared with a similar percentage of decrease in gro : 
revenues, reports for 1928 show a decrease of 3.4 per cent re 
operating expenses. This reduction took place in the tee a 
the heavier freight traffic. The effect of increased economie 
that have come about from improved operating methods the 
more prompt movement of freight, fuel conservation, better 
physical condition of equipment and operation of longer tpaing 
due to installation of more powerful locomotives, is reflected 
especially in the reduction in transportation expense that took 
place during the past year compared with 1927. Such expense 
in 1928 amounted to $2,097,151,101, a reduction of $70,415,146 
or 3.2 per cent compared with the preceding year. 4 

“Expenditures for maintenance of way and structures in 
1928 amounted to $845,612,454, a decrease of $33,883,739 or hearly 
four per cent compared with 1927, while expenditures for maip. 
tenance of equipment amounted to $1,174,424,259, which wag a 
decrease of $54,795,143, or 4.5 per cent. 

“Passenger traffic in 1928 was the smallest for any year in 
the past twenty. Passenger revenue in 1928 amounted to $900. 
326,854, which was a decrease of $75,858,762, or 7.8 per cent 
compared with 1927.” 

Continuing, the bureau says: 

Gross operating revenues of the Class I railroads in 1928 amounted 
to $6,177,761,036 compared with $6,210,029,786 in 1927 or a decrease of 
five-tenths of one per cent. Operating expenses in 1928 totaled 
$4,472,480,262 compared with $4,628,725,903 in 1927 or a decrease of 
3.4 per cent. 

Class I railroads in 1928 paid $395,066,480 in taxes, an increase 


of $13,467,890 or 3.5 per cent over the total tax bill of the Class I 
railroads in 1927. 
Thirteen Class I railroads operated at a loss in 1928, of which 
= were in the Eastern, two in the Southern and five in the Western 
istrict. 
Net railway operating income by districts in 1928 with the per- 
centage of return based on property investment follows: 
p : Per Cent 
WOW TINE MOGIOH 6 cccisccccccccccceces $ 5.22 
oO ee | aa ee 
COMERGL PIABCOTE TIBBION ococcciciccicvicsccwecs 
IE, TEND o.0:0 0.06 0:6:5.0:0:0.0 066050000 
Co ee are 
URE, DOUCMOTN BPTI cc civvscccsccsccs 
PHOFERWORIETD TEOIOR ccccccccccvcesecseces 
COMEPRIWORTEIT TIOBION ccccvccccoqecescoce 
BOUCHWERESTR TUGBION ceccccccvcccccssvcess 
TOCKE WEGTOTH TUBGEICE 6.oicvcicccccccsess 


47,462,038 : 
208,296,512 4.88 
259,334,660 5.00 

79,635,584 7.57 
594,728,794 5.21 
133,803,577 4.14 
142,243,041 4.05 
217,122,430 4.53 
105,235,899 4.47 
464,601,370 4.36 


URC BtRteh cccccscccsciscccscocccses $1,193,133,741 4.71 


Gross operating revenues for the month of December amounted 
to $495,815,838 compared with $467,727,020 in December, 1927, or an 
increase of six per cent. Operating expenses in December totaled 
$357,570,262 compared with $378,128,502 in the same month the year 
before or a decrease of 5.4 per cent. 


Eastern District 


The net railway operating income for the Class I railroads in 
the Eastern district in 1928 totaled $594,728,794, which was at the rate 
of return of 5.21 per cent on their property investment. In 1927, their 
net railway operating income was $540,045,026 or 4.84 per cent on 
their property investment. Gross operating revenues of the Class I 
railroads in 1928 totaled $3,033,516,264, a decrease of 1.5 per cent un- 
der 1927, while operating expenses totaled $2,198,501,984, a decrease 
of 4.8 per cent under 1927. 

Class I railroads in the Eastern district for the month of Decem- 
ber had a net railway operating income of $50,796,488 compared with 
$22,372,038 in December, 1927. 

Southern District F 

Class I railroads in the Southern district in 1928 had a net rail- 
Way operating income of $133,803,577, which was at the rate of return 
of 4.14 per cent on their property investment. In 1927, the net rail- 
way operating income amounted to $136,662,857, which was a return 
of 4.33 per cent. Gross operating revenues of the Class I railroads 
in the Southern district in 1928 amounted to $773,417,477, a decrease 
of 5.1 per cent under 1927, while operating expenses totaled $583,- 
120,579, a decrease of six per cent. 

The net railway operating income of the Class I roads in the 
Southern district in December amounted to $12,560,962, while in the 
same month in 1927 it was $8,377,257. 

Western District ; 

Class I railroads in the Western district in 1928 had a net rail- 
way operating income of $464,601,370, which was a return of 4.36 per 
cent on their property investment. In 1927, the railroads in that dis- 
trict had a net railway operating income of $408,433,713, or a return 
of 3.30 per cent on their property investment. Gross operating rev- 
enues of the Class I railroads in the Western district in 1928 amounted 
to $2,370,827,295, an increase of 2.4 per cent over the year before, 
while operating expenses totaled $1,690,857,699, a decrease of five- 
tenths of one per cent compared with 1927. 

For the month of December, the net railway operating income 
of the Class I railroads in the Western district amounted to $31,028,- 
217. The net railway operating income of the same roads in Decem- 
ber, 1927, totaled $23,515,279. 


CLASS I RAILROADS—UNITED STATES 
Month of December 


1928 1927 
Total operating revenues ........ Raciede ade $ 495,815,838 $ 467,727,020 
Total operating expenses ...... psaeCcenewe 357,570,262 378,128,502 
eee reer eres ebaceaned 35,107,571 26,665,012 
Net railway operating income .........++. 94,385,667 54,264,574 
Operating ratio—per cent ....... sinensis 72.12 80.84 
Rate of return on property investment ... 4.44% 2.61% 


Twelve Months Ended December 31 
Total operating revenues ... . .-$6,177,761,036 $6,210,029,786 
Total operating expenses ....... seccceccee 4,472,480,262 4,628,725,903 
SET a MS i OR ee em 381,598,590 
Net railway operating income ............ 1,193,133,741 1,085,141,596 
Operating ratio—per cent ......sssecceees 72.40 74.54 
Rate of return on property investment ... 
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Commission’s Conscience a Handicap.—Apropos of the crit- 
jcism that is being levelled at the Commission by means of the 
Capper resolution (S. J. Res. 67) and the hearings’ thereon 
(see Trafic World, February 9, p. 342) the suggestion has been 
made that the Commission in construing the Hoch-Smith thing, 
allowed its conscience to lead it into a morass from which it 
may have trouble in escaping. Instead of instituting drum-head 
court martial hearings it instituted hearings of the usual sort 
in which everybody would have an opportunity to be heard 
with no definite limit on the testimony any one might give. 
The suggestion now is that it probably would have escaped 
criticism if it had announced that it would hold a hearing in 
which not more than four hours would be given to any ore side, 
the fundamental assumption being that there was a cepression 
on all farm products, and that, when the four hours for each side 
were exhausted, it would make a decision giving farm products 
relief—in other words, that it read the resolution as intended to 
give relief to the farmers only and that all the limitations about 
keeping up adequate transportation facilities and seeing to il 
that there was a logical development of all parts of the country 
were “hokum.” To be sure, had it adopted such a course, some 
court might have enjoined it because it proposed ignoring the 
limitations, but the ground for the criticism that it had done 
nothing for the farmer could not now be made. The “buck” 
would have been passed to the courts. The markets at St. 
Louis and Kansas City, Mo., might have appealed to Senator 
Reed and stirred him into action, but thereby the farmers would 
have learned that the Commission was its “friend” and would 
not allow such a little thing as the law to stand in its way. 
Even the nearly always sour Senator Norris, of Nebraska, might 
have been stirred into action by Omaha and other Nebraska 
grain interests, but the point would have been emphasized to 
the farmers that the Commission would not permit either the 
hot place or high water to stay it from coming to their rescue. 
Instead, however, of doing that, it allowed the grain buyers at 
the markets to come in and say their say at great length. 
Seemingly, they should have been shut out and the Commission 
could have run the risk of bolts of lightning from the courts 
and fire and brimstone from Senator Reed, the gloomy Norris, 
and others who might think the law was intended to regulate 
the course of the Commission. Another thought is that the 
Commission should have limited the size of briefs even of those 
not excluded from the case. Governor Reed presented a model 
brief in the case. It is six lines longer than two pages. Illness 
prevented his presenting an abstract of the testimony about 
economic conditions. If all the attorneys had restrained them- 
selves to the same extent instead of the first batch of briefs 
covering 10,000 printed pages, there would probably have been 
200 pages. Some of the things might have been,omitted but, it 
might be asked, what of that? The intent of the framers of 
the Hoch-Smith resolution, if they were not making merely a 
gesture of good will to the farmers, was to give them quick re- 
lief. The relief, by reason of injunctions from incensed judges, 
might have been only scraps of paper, but, even so, there now 
would be no growls and frowns at the Commission. At least, 
there would not be unless some dissatisfied “friend” of the 
farmers should happen to think that the Commission, by taking 
such a course, intended to make the whole thing a farce. In 

such an event the Commission would be in the same bad graces 
of the Kansans, using them as types, as it is now. Only the 
reason would be unlike the one now assigned. Congress might 
have shown its intention to be really friendly to the farmer by 
passing a bill directing all railroads to file schedules giving 
export grain rates to Atlantic and Gulf ports the same, mile 
for mile, as the Canadian government lines make to Atlantic or 
Pacific ports, whichever happened to be the lower. An appro- 
Priation out of which could be taken enough to prevent con- 
fiscatory rates, if any seemed to result from such rate-making, 
would show the courts that Congress desired to subsidize farm 
Products if necessary, with money taken from the public 
treasury. No court, it is suggested, would be able to find any- 
thing wrong with such a law. Voters, however, might find 
— wrong with such congressmen and that might be 
rub. 





Profitable River Navigation.—Not all navigation companies 
organized in the last ten years have run into financial difficulties 
even if their field of operations, actual or intended, was on 
Some noble stream. George T. Atkins, vice-president in charge 
of traffic of the M-K-T, knows that. In the war period he and 
others, including Luther M. Walters subscribed to the stock of 
@ navigation company that was to operate on the Red River. 
Atkins at that time was a commercial traffic man at Shreveport, 
+» and Walter was the lawyer in the Shreveport case, the 
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litigation the late Chief Justice White, a Louisiana man, did 
not recognize when he heard its legal title called in his court. 
The company never did operate any boats. At least two of the 
stockholders regarded their investment as a contribution to a 
civic matter, well made and not to be regretted, even if neither 
the principal nor dividends ever came their way. But recently 
these two have not only had their principal returned to them, 
but also interest. Their money, instead of having been invested 
in boats, was invested in Liberty bonds, pending the time when 
the promoters thought it would be advisable to buy boats. The 
time never seemed propitious to undertake the restoration of 
navigation on the sometimes turbulent Red, so, just recently, 
the company was dissolved, the bonds sold, and the assets dis- 
tributed. That navigation company hung its funds on a hickory 
limb and never went near the water—hence, the joyful sounds 
from at least some of the stockholders. 





Why Congress Produces So Little-—An explanation for the 
small output of legislation by Congress worthy to be mentioned 
as contributions to the welfare of mankind may be found in 
the fact that members of it are so busily engaged in the hunt 
for the cheapest publicity possible that they have no time for 
real thought about the consolidation of railroads or anything 
else of real worth. The most nauseating examples have been 
furnished in the last three or four years by Representative 
Blanton, of Texas, who, happily, is to be out of Congress for 
the next two years at least. Within the week Senator Caraway, 
of Arkansas has joined Blanton. They are after the scalp of a 
Washington police captain. They say he is a grafter, a pro- 
tector of crooks of various degrees of undesirableness, and the 
blackmailer of a female palmist. Their proof (?) consists of 
photostatic copies of an affidavit the palmist is said to have 
made, and of love letters the captain is said to have written. 
Caraway got the Senate of the United States, once made illus- 
trious by a host of men, to adopt an amendment to an appropri- 
ation bill forbidding the use of any of the money carried by it 
to pay the captain’s salary until he was cleared of charges 
neither Caraway nor any one else had made in a proper and 
cognizable way. Blanton once knew where the palmist was, be- 
cause she called on him in Texas, but the police said they did 
not know. The local officials refused to suspend the captain, 
as demanded by the statesmen in the absence of any charge 
or the presence of the palmist said to have made an affidavit 
and received the love letters. That caused the United States 
Senate to adopt the amendment. Many senators voted for it, 
knowing, of course, that, in law, it would not amount to any- 
thing because the captain could sue and get judgment, even if 
he could not recover. That was the easiest way for them to 
get rid of Caraway and the statesmen’s efforts in regard to a 
Washington policeman, against whom not even the original 
affidavit was filed. The assumption back of such acts of states- 
manship is that the people of Texas and Arkansas are so feeble- 
minded that they will vote for such ruggedly honest congress- 
men. Blanton is to be out of Congress for two years because 
he ran for the senatorial nomination and got whipped. He has 
been reported as having boasted that he will be back in two 
years. If he comes again it will have to be assumed that the 
voters of that district in Texas think that engaging in squabbles 
such as would be aired in the city council of Washington, were 
there such a thing, is a sign of statesmanship. 





Couzens Seeks and Obtains Immunity Bath.—In the time of 
Queen Elizabeth and her two successors, whenever a member 
of Parliament began speaking his mind freely about royalty 
the virgin queen and her two successors haled the free talkers 
to prison. (See Norton. The Constitution of the United States, 
its Sources and its Application, p. 31). When the fathers made 
a Constitution for this infant republic they said (sec. 6), that 
senators and representatitves “for any speech or debate in 
either house, shall not be questioned in any other place.” The 
thought back of that was that the legislators, being free from 
liability to be called to account in any place other than in the 
House or Senate, would speak their minds freely about public 
matters. As things now stand, that provision enables congress- 
men to say things about cititens they could not say outside the 
halls of legislation without being sued for libel or slander. They 
might not be guilty of either libel or slander. If a member of 
either house pleads that section 6 immunity, a court must give 
him the immunity bath. A short time ago Senator Couzens, of 
Michigan, was accused, by an income tax lawyer, of having 
slandered him by saying he was guilty of unethical conduct. 
The lawyer sued for $500,000 damages, a sum so large as to 
cause an ordinary man to wonder if the plaintiff really thought 
he had a case. But the senator’s lawyer pointed to the shield 
the Constitution throws about a member of Congress, no matter 
how loosely he allows his tongue to wag. The judge had to open 
the valve and give the Michigan senator the bath his lawyer 
suggested. The police captain Senator Caraway denounced, in 
asking for his own suspension, said that the Arkansas senator 
drew that protecting mantle about him to shield himself from 
accountability for the accusation the senator levelled at the 
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captain. Public sentiment in Washington is so outraged, gen- 
erally, by the loose talking that members of Congress do, that 
many who have noted the unsullied record of defeat the gov- 
ernment has achieved in the oil scandal criminal cases, be- 
lieve the verdicts of not guilty are the product, to some degree, 
of the local feeling against the unbridled license some members 
of Congress exercise time and again. 





Deep Sympathy From Motorists.—A committee composed of 
the representatives of the Departments of War, Navy, and Com- 
merce and of the Airway Marking Association, is working on 
a system by which it hopes to save aviators from the danger 
and annoyance to which motorists are subjected by reason of 
varieties of marking the roads and of traffic regulations. The 
committee is aiming to bring about uniformity and simplicity. 
The motorist is subjected to some danger of injury to himself 
by reason of variations in traffic regulations. The aviator, how- 
ever, always is in danger, so he has need of direction markings 
and other signs that can be read and understood from any or- 
dinary flying altitude. The committee is trying to impress on 


all those who are putting up signs for the flying man that what ~ 


he needs are the route markings that the federal government 
uses, and aids that will tell him his position and the true north. 
Such signs, the committee says, will enable the pilot to locate 
and orient himself, which is enough.—aA. E. H. 


LOWER BARGE RATES NO BENEFIT 


(Railroad Data) 

Neither the American producer nor consumer is deriving 
any economic benefit from goods shipped by inland-waterway 
routes in spite of the fact that the water rates are somewhat 
lower than railroad rates. Yet, in the face of this situation, 
advocates of inland waterways are proposing to spend hundreds 
of millions of dollars for their further development. 

These facts are brought out in an analysis just made of 
the transportation costs of inland waterways by Edward E. 
Loomis, president, Lehigh Valley Railroad, and chairman, com- 
mitte on public relations of the eastern railroads. He points 
out that it costs the taxpayers approximately 10 million dollars 
annually to maintain the New York State Barge Canal. By 
way of contrast, it is asserted, the railroads pay into the New 
York state treasury more than 20 million dollars a year in the 
form of taxes. 

In the case of the Mississippi-Warrior River barge service, 
owned and operated by the government in competition with 
the railroads, Mr. Loomis explains that the average loss has 
been approximately $440,000 a year, which must also be borne 
by the taxpayer. 

Discussing in the current number of the Review of Reviews 
the subject of “Railroads Versus Waterways” Mr. Loomis anal- 
yzes the various questions of service, subsidy and taxes, which 
underlie the proposed further development of both of the above 
waterway projects, as well as the much discussed St. Lawrence 
waterway. He puts the following pointed questions: 


1. Will the further extension of inland waterways give the farm- 
ers—to cite only one group of shippers—the relief promised? 

2. Would not more tangible relief be assured by reducing the 
farmers’ taxes, instead of by increasing them? 

3. Have the farmers derived any benefit from the hundreds of 
millions of dollars that have been spent in deepening inland water- 
ways up to this time? 

4. If they have not, who does get this benefit? 

5. Are the Western farmers, for example, getting any benefit 
from the New York Barge Canal, which costs the state’s taxpayers 
over $10,000,000. a year, and which can be kept open only seven 
months of the’ year because of ice? 

6. In other words, are the farmers getting any more for their 
grain products shipped via the canal—Buffalo to New York—than they 
are for products shipped from Buffalo to New York via rail? 

7. On the other hand, are the consumers on the New York end 
getting any benefit from the somewhat lower rates via the canal, or 
are they paying the same for products when they arrive in New 
York via the canal as when they arrive over the railroads? 

8. Taxpayers get considerable benefit from good highways, but 
do the taxpayers of the state of New York, for instance, get any 
benefit whatever from the barge canal for which they are paying 
over $10,000,000 a year? 

9. Would the taxpayers of the state of New York or of the 
United States get any material benefit from the enormous sums it 
is proposed to spend on the St. Lawrence waterway? 

10. Why should all the people of the country, to say nothing of 
competing railroads, be asked to pay the expense of the construction 
and maintenance of internal waterways, when only a limited number 
of people, during limited open seasons, will use them? 


“As to the movement of grain beyond the primary market 
via the proposed St. Lawrence waterway,” Mr. Loomis states, “it 
is worth remembering that this costly undertaking is by no 
means certain to prove to be the expected boon to farmers of 
the United States. Our available farm lands are approaching 
maximum production, our population is increasing, and it seems 
fair to assume that by the time the waterway is ready for 
ocean-going vessels we will have no grain to export, and that 
Canada will be the sole beneficiary from the enormous expendi- 
tures of money for which citizens of the United States must 
be heavily taxed. Furthermore, little has been said about the 
westbound traffic which ships from abroad are expected to bring 
to the middle western termini of the proposed route. 
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“More important still, is the question of the time ‘it 
going to take an ocean-going vessel to navigate the locks ” 
the canalized St. Lawrence, the Welland and Soo canals : 
the narrow channels connecting the Great Lakes. One po 
remember, too, that this service will be in operation only Ps 
or seven months in the year, and that the remainder of 
time these vessels must find cargoes elsewhere or lie idle whil 
the overhead expenses pile up. e 

“The railroads of this country do not oppose federaj ex. 
penditures for the development of any form of transportation 
service—whether on the water, in the air, or over the highways 
—that is economically justified and is demanded by the public 
But to ask all the people of the United States to contribute to 
the cost of an enterprise which cannot expect to pay even ip. 
terest on construction comes dangerously close to invading 
the citizen’s constitutional rights.” 


RIVERS AND HARBORS BILL DEAD 


The Trafic World Washington Bureay 


“The pending rivers and harbors bill, which is one of the 
most important ever drawn, is dead beyond all hope of resur- 
rection,” says the National Rivers and Harbors Congress in g 
statement headed, “S. O. S! A Call for Action. S. O. gs!” 

“No rivers and harbors bill will be passed, or even consid. 
ered, at the coming special session—unless all the friends of 
waterways get busy at once and stay busy until the job is done 
—because the same leaders in Congress who strangled the rivers 
and harbors bill in the present session are declaring that noth- 
ing shall be considered in the special session except tariff 
revision and the creation of a federal farm board.” 

Reference is made in the statement to declarations in the 
Republican platform of 1928 in favor of waterway improve- 
ments and to declarations of Herbert Hoover, President-elect of 
the United States, favoring development of a vast inland water. 
way system as a part of the program for farm relief. 

The rivers and harbors congress sees no valid reason why 
the continued development of waterways “which the Repub- 
lican platform says is ‘a vital factor for the relief of agricul- 
ture,’ and which Mr. Hoover names first among the remedies 
he proposes” should be left out of the special session legisla- 
tive program. 

An appeal is made for everyone who agrees with Presi- 
dent-elect Hoover that a national system of waterways and 
harbors should be completed ‘‘at the earliest possible moment” 
to wire or write members of Congress urging aggressive action 
to obtain the passage of a rivers and harbors bill at the special 
session. 

In his annual message to Congress last December, Presi- 
dent Coolidge advised against passage of additional river and 
harbor authorization legislation until “we can see our way out 
of this expense” of $243,000,000 for projects already authorized. 


MONEY FOR BARGE LINE, ETC. 


The Senate has passed the War Department bill carrying 
an appropriation of $10,000,000 for purchase of additional stock 
of the Inland Waterways Corporation. ‘Fhe bill also carries 
$50,000,000 for authorized river and harbor work. The action 
of the Senate on these items was in agreement with that taken 
in the House so that it was final so far as they were concerned. 

Senator King, of Utah, moved that the total appropriation 
carried by the bill—more than $446,000,000—he reduced by 
$50,000,000, of which $20,000,000 would be deducted from the 
river and harbor item for $50,000,000. The motion was rejected. 


OHIO RIVER CELEBRATION 


Congress has passed a concurrent resolution calling for the 
appointment of a congressional committee composed of three 
members of the House and three members of the Senate to 
represent it at the celebration of the completion of the canaliz- 
ing of the Ohio River from Pittsburgh, Pa., to Cairo, IIl., to be 
held October 15 to 20, 1929. The place at which the celebration 
is to be held will be determined later. : 

The resolution declares that the completion of the canaliz- 
ing of the Ohio River from Pittsburgh to Cairo represents an 
achievement of great importance in the development of the 
inland waterways of the United States, that Congress has by 
legislation contributed to the realization of the project and 
that it is fitting that Congress be represented at the celebration. 


RAILWAY EXPRESS OFFICIALS 

The Commission has granted the applications of Marcus L. 
Bell, Joseph P. Blair, Edward G. Buckland, Robert J. Cary, 
Henry W. Clark, Patrick E. Crowley, Charles Donnelly, Law- 
rence A. Downs, Clarence B. Heiserman, Elisha Lee, F. Court- 
ney Nicodemus, Jr., William B. Storey and William H. Williams 
for authority to hold positions with Railway Express Agency, 
Inc., the railroad agency organized to handle the express bus! 
ness, in addition to the railroad positions they now hold. 

Mr. Downs and Mr. Williams are authorized to hold the 
position of director with the agency, and the others are author- 
ized to hold the positions of director and vice-president. 
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Decisions of Interstate Commerce Commission 
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TRANSITED GRAIN RULES 


The Commission, by division 1, in I. and S. No. 3150, milling 
and mixing of grain and grain products at Chicago, Peoria and 
Pekin district stop-over points, has found justified the cancella- 
tion of a transit rule authorizing the application of the by-product 
rates on grain and grain products originating at points in Iowa, 
Missouri and Illinois, transited at Chicago, Peoria and Pekin, IIl., 
district stop-over points and the product shipped thence to cen- 
tral territory destinations. It has vacated the order of suspen- 
sion and discontinued the proceeding. 

This proceeding is an outcome of the Commission’s decision 
in Arcady Farms Milling Co. vs. Akron, Canton & Youngstown, 
12% I. C. C. 449. In that case the Commission found that, among 
other things, the combination rates provided for by the Jones 
transit tariff were inapplicable on grain shipped from west bank 
Mississippi River points in lowa and Missouri and from points in 
Illinois, transited at Chicago, and directed the refund of the 
overcharges. It said that the rates provided in the transit tariff 
of Boyd were applicable. 

The rates made from points of origin to destination were 
grain by-product rates, the lowest known, being lower than sixth 
class. The rates made by the Jones tariff were the grain prod- 
uct rates, two or three cents per 100 pounds higher. The car- 
riers contended, in the Arcady Farms Milling Case, that the grain 
product rates were the ones to be applied on the traffic in ques- 
tion, mainly animal and chicken feed. The Commission, how- 
ever, ruled against them in that contest between the Boyd and 
Jones rules. 

In the schedules under suspension the railroads proposed to 
cancel the Boyd rules so that the Jones rules would apply. The 
Commission said the record was persuasive that the suepended 
schedules would correct many inconsistencies and that the in- 
creased rates resulting therefrom would be reasonable. 


HOCH-SMITH CHICORY -RELIEF 


Hoch-Smith relief for chicory, grown by farmers in the 
Saginaw valley of Michigan, to be made effective not later than 
April 25, by the establishment of a rate of 29 cents, in place 
of one of 44 cents, applicable on carloads of 40,000 pounds, 
from Port Huron, Mich., to New York, N. Y., has been granted 
in No. 19451, E. B. Muller & Co. vs. Pere Marquette et al. The 
Commission, by division 5, has found unreasonable the present 
rate of 44 cents to the extent it exceeds 29 cents. That is the 
rate on grain products, from Port Huron to New York, over 
both the United States and Canadian routes. That is also the 
rate on cereal coffee substitutes, cereal breakfast foods and 
things of that sort. All are rated fifth class but much lower 
commodity rates have been given them. 


This was a Hoch-Smith case all the way through and so 
treated by the complainant and the Commission. The com- 
Plaint was brought by a manufacturer of chicory that can be 
used as a substitute or an added ingredient of ground coffee. 
It was brought on the ground that the farmers growing chicory 
were in a bad way because of the unprofitable prices of hay and 
beans and the invasion of the European corn-borer. Chicory, 
the complainant said, was the money crop of the farmers in 
the Saginaw valley but that at present prices the profit was 
not in-excess of $1 per ton. The farmers, it said, were seeking 
a solution of their financial difficulties in the development of 
a market for chicory, a root vegetable resembling a parsnip. 
Any further curtailment in chicory acreage, the complainant 
said, would be disastrous. The witness for the complainant 
asserted his belief that there would be an increased demand 
for greater acreage if conditions were such as to encourage the 
industry. 

Competition, the report said, came from Belgium and Ger- 
Many into the eastern market to which the complainant sent 
much of its product on the 44-cent rate on a minimum of 
30,000 pounds. The complainant said it was willing to have 
the minimum raised to 40,000 pounds as the commodity would 
load that heavily. 


As first filed the tomplaint attacked the rate over the short 
routes through Canada, the Commission saying that they were 
the natural routes for the traffic. Later it was amended to 
cover the United States routes, the 44-cent rate applying over 
them as well. The St. Clair County (Mich.) Farm Bureau 
Federation intervened in behalf of the complainant. The domes- 
tic competition the complainant had, the report said, was a 
chicory company shipping the roots to Flushing, N. Y., for 
manufacture into the prepared article, the complainant doing 
the drying and manufacturing near the fields in which the 
vegetable was grown. The Commission said that Michigan 


was the only place in this country where there was'a commer- 
cial production of chicory. 

The Commission said that the facts and circumstances 
concerning the chicory industry and traffic were of a some- 
what unusual nature. The class rate basis, it said, had been 
in effect many years. 

“It is. here proposed,” says the report, “largely because of 
the depressed condition which has been shown to exist in that 
industry, to prescribe a commodity rate thereon lower than 
might otherwise obtain. Considering the evidence of record, 
it cannot fairly be said that the rate assailed is higher than 
a reasonable maximum rate over either route. On the other 
hand, the evidence shows that the 29-cent rate now moves a 
large tonnage of grain products and related commodities, many 
of which are of greater value than chicory, require the same 
or greater attention in transit, and are subject to greater risk 
or loss and damage. 

“We therefore conclude that the 29-cent rate lies within 
the zone of reasonableness and that its establishment will not 
be incompatible with the maintenance of adequate transporta- 
tion service.” , 

The further language of the report seems to show a desire 
on the part of the Commission to place before any court to 
which the matter might be taken that it acted solely under the 
Hoch-Smith resolution in thus prescribing a rate less than the 
reasonable maximum one. The carriers pointed out that the 
fifth class rate applied on beet sugar, potatoes and dried beans, 
also extensively grown in Michigan and that the ratio of freight 
charges to value was considerably lower in the case of chicory 
than in the case of those commodities. The language taken 
as showing a desire on the part of the Commission to make 
the Hoch-Smith character of the case clear is: 

“We therefore find from the evidence that the assailed rate 
was and is not in excess of a reasonable maximum rate, but 
that for the future the rate assailed will be unreasonable and 
in excess of the lowest lawful rate compatible with the main- 
tenance of adequate transportation service to the extent that 
it exceeds or may exceed 29 cents per 100 pounds, minimum 
carload weight 40,000 pounds.” 


COAL FOURTH SECTION RELIEF 


Fourth section questions placed before the Commission, on 
further hearing on fourth section application No. 12645 and parts 
of Nos. 11694 and others, coal and coke from Western Kentucky, 
Alabama and Tennessee, on appeal from the decision of division 
2, 129 I. C. C. 197, were so complex that it has deferred action- 
pending further hearing. The report on further hearing was 
written by Commissioner McManamy. 


In the original report division 2 denied application No. 12645, 
in which authority was asked to establish and maintain rates on 
coal from mines in western Kentucky served by the Louisville 
& Nashville to Helena and West Helena, Ark., lower than con- 
temporaneously maintained at intermediate points in Arkansas. 
Relief was also denied as to that part of application No. 11694, 
in which the Louisville & Nashville asked for authority to con- 
tinue rates on coal from the mines in western Kentucky to points 
in Tennessee and Mississippi on the Illinois Central and Yazoo 
& Mississippi Valley without observing the long and short haul 
part of the fourth section. 

The effective date of the denial in No. 11694 was postponed 
until the effective date of the order that might be issued in con- 
nection with the further hearing upon which Commissioner Mc- 
Manamy is now reporting. 

There were assigned for further hearing applications of the 
Illinois Central to maintain rates from mines on its rails in 
Kentucky to destinations in Tennessee and Mississippi. 

These applications for relief were necessitated, largely, by 
the market competition of mines in Kentucky, southern Illinois, 
Alabama and Tennessee in the Mississippi Valley and in terri- 
tory west of the river. 

Commissioner McManamy reproduced in his report parts of 
the reports in Coal and Coke Rates in the Southeast, 35 I. C. C. 
187; Rates on Bituminous Coal, 36 I. C. C. 401 and 39 I. C. C. 378; 
Galloway Coal Co. vs. A. G. S., 40 I. C. C. 311; Alabama Mining 
Institute vs. Illinois Central, 109 I. C. C. 740, and Coal from 
Illinois, Kentucky and Alabama, 128 I. C. C. 113, as a foundation 
upon which to work. 

He said that the grounds for relief were the desire of the 
carriers serving mines more distant from points of consumption 
to compete with carriers serving nearer mines, that is, market 
competition; circuity, water competition and competition be- 
tween coal, on the one hand, and oil and wood on the other, for 
fuel purposes. 
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After briefly setting forth what the Commission had ruled 
on the various grounds upon which the applications for relief 
were based, Mr. McManamy said that on the record justification 
for the continuance of fourth section relief to the Illinois Central 
and the Louisville & Nashville had not been made. However, he 
said, it was clear that the situation could not be handled in any 
piecemeal manner. Relief, he said, could not be consistently 
denied to those lines while permitting relief already authorized 
to carriers serving mines in Alabama, eastern Kentucky, south- 
ern Illinois and Tennessee to continue. : 

“The facts disclosed,” said he, “clarly demand that a thor- 
ough inquiry be made into conditions as they exist at present 
and as they affect the entire adjustment. All of these applica- 
tions, therefore, will be set down for further hearing. Pending 
our decision on further hearing the fourth section relief which 
the carriers now have will be allowed to continue.” 

The foregoing declarations were made in respect of applica- 
tions other than No. 12645 in which the relief granted in the 
Memphis-Southwestern Investigation, 80 I. C. C. 157, was the 
pertinent fact. The Commission in this report said that the 
present situation differed in material respects from that con- 
sidered in that case and that there was serious doubt as to the 
propriety of granting relief as desired. But the report said this 
situation was a part of the general adjustment of coal rates to 
the Mississippi Valley and should be considered in connection 
therewith, hence this phase was also assigned for further hear- 
ing with the others on which action was deferred. 


FERTILIZER MATERIAL REVISION 


In a report written by Chairman Lewis, in I. and S. No. 
3151, fertilizer and materials, including cottonseed cake, meal 
and hulls, between Mississippi Valley territory and points north 
of the Ohio River, the Commission, by division 5, has laid down 
the basis upon which the railroads may revise their rates. 
The yardsticks to be used by them are to be found in Fertilizer 
Between Southern Points, 113 I. C. C. 389, called the Southern 
Case, and Ohio Farm Bureau Federation vs. A. & W., 146 I. C. C. 
419, referred to in the report as the Northern Case. 

Technically, the Commission found not justified the pro- 
posed revision of rates on fertilizer and fertilizer materials, in- 
cluding cottonseed cake, meal and hulls, in straight or mixed 
carloads, between points in Mississippi Valley territory, a few 
points in southeastern territory and Gulf ports, on the one hand, 
and points north of the Ohio River, on the other hand, except 
to the extent hereinafter set forth. It ordered the suspended 
schedules canceled without prejudice to the filing of new ones 
in accordance with the basis approved in the report. This re- 
port also embraces I. and S. No. 3223, a case of the same title 
as the one already mentioned, but designated as No. 2. 

Chairman Lewis plunged into a review of the Southern 
and Northern cases in his opening sentence and treated the 
whole matter as to be disposed of in the light of those and 
other cases in which the Commission, in recent years, had 
endeavored to establish a structure of rates on fertilizer and 
fertilizer materials enabling competitors to move their tonnage 
without undue prejudice or undue preference. 

The most important adjustments under consideration by rea- 
son of the schedules filed by the carriers, Mr. Lewis said, were 
those on the northbound movement of cottonseed cake, meal 
and hulls and the southbound movement of fertilizer and ma- 
terials other than cake, meal and hulls. The protestants gen- 
erally took the position, said the chairman, that, pending a de- 
cision in No. 17000, part 8, pertaining to cottonseed cake, meal 
and hulls, the carriers should not increase interterritorial rates 
on such commodities. Some of the protestants, he said, con- 
tended that the present rates on fertilizer and fertilizer ma- 
terials other than cottonseed cake, meal and hulls were too 
high. Others contended that the present rates should be left 
unchanged, but if changed they should be reduced rather than 
increased. Mr. Lewis said that a consideration of the record 
justified the conclusion that many of the rates on the traffic 
considered needed adjusting. But, on the other hand, he said, 
the respondents, with few exceptions, had not justified the 
proposed rates. 

The Commission found that rates would be just and reason- 
able if made in accordance with the following: 

For interterritorial hauls of 170 miles and less, apply the 
scale prescribed in the Southern Case. For interterritorial hauls 
of over 170 miles, apply, for the entire distance, the scale pre- 
scribed in the Northern Case extended 10 cents per net ton for 
each block of 25 miles over 800 miles, plus the following dif- 
ferentials per net ton: 100 miles and less, 15 cents; 200 miles 
and over 100 miles, 20 cents; 400 miles and over 200 miles, 25 
cents; 600 miles and over 400 miles, 30 cents; and over 600 
miles, 35 cents, except that such through rates need not be 
less than those prescribed in the Southern Case for application 
at intermediate points and shall not exceed the lowest com- 
binations, wherever fount. Distances are to be computed in 
accordance with the without-transfer-of-lading rule. These find- 
ings are to be without prejudice to any other that may be made 


in No. 17000, part 8, Hoch-Smith cottonseed cake, meg) and 
hulls. 

The Commission said that certain groups of origin and des. 
tination appeared to be illogical and unreasonable. [t 
that if the carriers desired they might group reasonably nea: 
and logical points of origin and destination related to key points 
such as Chicago, Ill., St. Louis, Mo., Indianapolis; Ind, Mem. 
phis, Tenn., Vicksburg, Miss., and New Orleans, La., at the 
fair averages of the rates from and to the grouped points, Dro. 
viding that in making such groups no parts of the interstate 
commerce act be violated. 


BERRY EXPRESS SERVICE 


After years of fighting, growers of strawberries and dey. 
berries have obtained a decision from the Commission that the 
carriers should establish carload express service from Flori 
the Carolinas and Alabama to destinations in official classifies. 
tion territory. In a report written by Commission McManamy 
in Commission-initiated No. 18187, transportation of strawberries 
by express, in carload lots, from Florida, Georgia, North Caro. 
lina, South Carolina, Alabama and Virginia to points in officia) 
classification territory; also dewberries from North Caroling 
and South Carolina to the same destinations, the Commissigp 
has found inadequate the present freight service on stray. 
berries from Florida, North Carolina and Alabama to the north. 
ern territory mentioned. A like finding has been made as to 
the freight service on dewberries from the Carolinas to the 
northern territory. 

The Commission has further found that the carriers should 
arrange for the establishment of express refrigerator carload 
service. No order has been issued, but the carriers, according 
to the report, are expected to submit plans within 60 days 
covering the establishment of such express refrigerator carload 
service. 

Commissioner Woodlock, dissenting, said that, in his judg. 
ment, the record fell far short of demonstrating the inadequacy 
of freight service and the need for the establishment of an 
express refrigerator car service. 

“We should not impose upon the carriers such an expendi- 
ture as will be entailed by the establishment of this service 
save upon the clearest evidence of its necessity,” said Mr. 
Woodlock. 

Commissioner Farrell noted his dissent. 

This inquiry was instituted in April, 1926. Commissioner 
McManamy said that substantially the same question as raised 
in this inquiry was considered in Transportation of Strawher- 
ries by Express, 81 I. C. C. 634, decided July 31, 1923. In that 
case the Commission found that the freight service from Florida 
was inadequate in so far as the time in transit was concerned 
and that the schedules should be materially shortened and 
delays en route reduced, thereby accomplishing earlier deliy- 
eries. In 1924 the schedules were shortened so as to provide 
fourth and fifth morning market deliveries in New York for 
Florida shipments. That is to say, strawberries loaded in 
Florida on Monday or Tuesday would arrive in time for the 
early morning market of Saturday. The time to less distant 
markets was also reduced by the revised schedules. 

Many shippers of berries, the report said, contended that 
the present freight service failed to meet the requirements of 
the matter for the reason that it did not permit the expansion of 
the distribution territory, such as would permit the growing 
industry to develop to its fullest possibilities. Such expansion, 
they claimed, could only be brought about by the inauguration 
of carload express refrigerator service. 


Throughout the report there are comparisons between the 
transportation facts limiting the efforts of the complaining grow- 
ers and the transportation facts in respect of the Louisiana 
growers of berries. The latter have carload express refrigerator 
service that enables the Louisiana berries to get into the New 
York market in competition with the Florida and Carolina ber- 
ries notwithstanding the longer hauls. 

One of the principal objections of those opposed to express 
service, some growers and the furnishers of “pony” refrigerators 
such as are used in making L. C. L. express shipments from the 
southeastern fields being opposed, was that the high minimum 
that would be part of the service. The report said that that factor 
did not appear to constitute a hardship to Louisiana growers. 
They, it said, were able successfully to compete at points at 
which they were at a distinct disadvantage in distance. 

Louisiana strawberries, the report said, traveled about 1,730 
miles to New York, by express, for fourth morning delivery; 
south Florida shipments 1,230 miles for fifth morning delivery. 

No express refrigerator cars, the report said, were owned 
by the Atlantic Coast Line, the Seaboard Air Line or the Louis 
ville & Nashville. The carriers estimated the cost of a modern 
express refrigerator at $8,000. On the basis of traffic handled in 
1927 it was estimated that the Coast Line would need 825 cars, 
the Seaboard, 150, and the Louisville & Nashville, 266, or aD in- 
vestment of more than $9,900,000, which the carriers said would 
be in use only a short time of the year. An express company 
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itness, the report said, testified that if the carriers involved 
Sead puy 800 cars they could be used by the express company 
in April and May, but that from July to March they would be of 


no use to his company. 


LA.SOUTHWESTERN FERTILIZERS 


Louisiana intrastate rates on commercial fertilizers and 
acid phosphate, except “pile-run” acid phosphate, have been 
found unduly prejudicial against persons and localities in inter- 
state commerce and unjustly discriminatory against inter- 
state commerce in No. 18066, Little Rock Chamber of Commerce 
et al. vs. Alabama Great Southern et al., and a sub-number, 
Marshall Cotton Oil Co. et al. vs. Alabama & Vicksburg et al. 
The case, at one time also embraced I. and S. No. 2736, nitrate 
of soda from New Orleans and sub-ports to Arkansas and Okla- 
homa. The carriers, however, canceled those schedules after 
the examiner had made a proposed report. The final report, 
therefore, has nothing to say about the suspended schedules 
except that they were once in the case. The decision was made 
by division 1. 

While the intrastate rates have been condemned, no order 
has been entered in respect thereof. The entry of an order 
pertaining to the Louisiana-made rates, the report says, has 
been held in abeyance for a reasonable time to give the Lou- 
isiana commission an opportunity to readjust them. The report 
says that if such a readjustment is not made within 90 days 
from the service of the report the complainants may bring the 
matter to the attention of the Commission, which will then 
consider the making of an appropriate order. 

The scope of the complaints is indicated by the tenor of the 
findings, grouped into three paragraphs. The first is that the 
all-rail domestic, import and coastwise rates on fertilizer and 
fertilizer materials, from New Orleans, La., sub-ports of New 
Orleans, Gulfport, Miss., and Mobile, Ala. to destinations in 
Arkansas and the rates on fertilizer products (commercial fer- 
tilizer) from Little Rock, Ark., to destinations in Arkansas, Lou- 
isiana, Oklahoma, Missouri and Mississippi are not unreasonable 
or otherwise unlawful except in their relationship to Louisiana 
intrastate rates, as hereinafter set forth. 

The second finding is that the all-rail domestic, import and 
coastwise rates on the commodities mentioned from New Or- 
leans and sub-ports and producing points in the New Orleans 
district, Gulfport and Mobile to Marshall, Longview, Henderson, 
Palestine, Pittsburgh and Sulphur Springs, Tex., are not unrea- 
sonable or otherwise unlawful except the domestic rates from 
New Orleans and producing points taking the same rates, to 
Longview, Henderson, Palestine, Pittsburg and Sulphur Springs. 
The excepted rates are found unduly prejudicial to the extent 
they exceed the rates prescribed in the Consolidated Southwest- 
ern Cases, 123 I. C. C. 203, decided since the hearing in this case 
was had. 

The third finding is that there is undue prejudice against 
persons and localities in interstate commerce and unjust dis- 
crimination against interstate commerce by reason of the state 
rates between points in Louisiana west of the Mississippi and 
frm New Orleans and points in the New Orleans district in 
Louisiana east of the Mississippi River to destinations in 
Louisiana west of the river on commercial fertilizer and acid 
phosphate, except pile-run acid phosphate. Exception of pile-run 

acid phosphate was made because there were no shipments of 
such acid phosphate by the complainants and no testimony was 
given concerning that phase of the subject. 

. Commissioner McManamy, author of the report, said that 
briefly stated the proceedings brought into issue the rates on 
fertilizer and fertilizer materials, in the territory comprising 
Arkansas, southern Missouri, western Louisiana, eastern Okla- 
homa and northwestern Texas and rates to that territory from 
Gulf ports and producing points in Louisiana, Mississippi and 
Alabama, and from Mississippi crossings, St. Louis, Mo., and 
south, and also rates from the same Gulf ports to destinations in 
Mississippi and to specified Mississippi crossings, St. Louis and 
south. Nitrate of soda and potash salts used by the complain- 
ants, he said, came through New Orleans and sub-ports, except 
an occasional movement through the other ports. 

Complainants in the title case, the report said, urged that 

the interstate rates be reduced to the Louisiana intrastate level, 
While the complainants in the sub-number were interested 
merely in obtaining an equitable relative adjustment. 

_ Defendants, the report said, conceded that the difference 
in the level of the state and interstate rates resulted in prejudice 
and discrimination. They proposed the raising of the state 
level to the basis of the interstate rates. The complainants con- 
tended that on account of the level of the state rates to Shreve- 
port, La., the manufacturers at that point were accorded an 
undue advantage in the distribution of fertilizer in southern 
Arkansas and northwestern Texas and that they were prac- 
tically excluded from northern Louisiana. 

_ The Commission said there was no necessity for an order 
Mm respect of the interstate rates that had been condemned 
because the order in the Consolidated Southwestern Cases would 
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give the relief sought. It further said that no special damage 
had been proved to have resulted from any undue prejudice 
and preference which might have existed and that reparation 
was denied. 


SECURITIES OF C. N.S. & M. 


Because, it said, complainants sought no affirmative relief 
but only an expression of opinion from it, the Commission, by 
division 4, in No. 20516, George B. Hild et al. vs. Chicago, North 
Shore & Milwaukee Railroad Co., dismissed the complaint which 
raised issues as to the issuance of securities by the defendant 
without having obtained authority therefor from the Commission 
and as to.the Commission’s jurisdiction over such issues. (See 
Traffic World, Feb. 9.) 

What the complainants wished the Commission to say was 
whether or not the Chicago, North Shore & Milwaukee was an 
electric railroad subject to the provisions of section 20a of the 
interstate commerce act governing the issuance of securities. 
They contended it was subject to the section, while the defend- 
ant contended it was an electric line of the class Congress in- 
tended should be exempted from the requirements of section 20a 
and that it was, therefore, not necessary for it to ask the Com- 
mission’s approval for issuance of securities. 

Complainants represented owners and investors in securities 
of the defendant. The report said it was stated that the com- 
plaint was filed primarily under section 13 (1) of the act, “and 
we-are asked to investigate the matters complained of in such 
manner and by such means as we shall deem proper, and make 
a formal adjudication of the question whether we have jurisdic- 
tion over the issue of securities by defendant in order to deter- 
mine the rights and status of complainants as holders of com- 
mon stock issued by defendant.” 

Denying that the Commission had jurisdiction, defendant 
moved that the complaint be dismissed on the grounds that it 
contained no prayer for relief and stated no issue on which the 
Commission had any power to grant relief. 

“The question presented by the motion is: ‘May we with 
propriety entertain a complaint that asks no affirmative relief, 
but merely seeks an expression of opinion as to whether a pro- 
vision of the act has been violated?’” said the Commission. 

Following a resume of the provisions of section 13 and sec- 
tion 20a of the act, as well as section 12, the Commission said 
undoubtedly “we have the power and authority to and it is our 
duty to investigate alleged violations of section 20a, and, if we 
find that a carrier has issued securities contrary to the provi- 
sions of the section, to invoke the aid of the courts as provided 
by the act. 

“It does not necessarily follow, however,” is continued, “that 
we are to proceed to a hearing upon a complaint by individuals 
alleging infractions of the provisions of section 20a and request- 
ing no relief for such infractions.” 

Pointing out that it was well settled that courts were con- 
fined in their judicial action to real controversies wherein the 
legal rights of parties were necessarily involved and could be 
determined, and something further was sought than a mere 
declaration of right, and that the courts would not entertain an 
action merely for the purpose of passing on a moot question 
or abstract proposition, the Commission said that, while it had 
been held it was not a court but an administrative body, and 
that as such “we are unencumbered by technicalities that arise 
very properly in courts, we do not feel that we can with pro- 
priety express an opinion in a controversy where we are without 
authority to make an order that will be binding on the parties.” 

Under section 20a, the Commission continued, the only or- 
ders it might enter: with respect to the issuance of securities 
were orders on applications by carriers subject to that section, 
and generally orders relating to the filing of such applications 
and of reports covering the issuance of securities and the dis- 
position of the proceeds thereof. 

“We have no authority to award damages sustained by 
holders of void securities or to punish the issuing carrier, or 
its directors, officers, attorneys, or agents who knowingly assent 
to or concur in the issue of such securities contrary to the pro- 
visions of the act,” said the report. “These are matters solely 


within the jurisdiction of the courts. 


“Having no authority to enter an order as to the legality 
or illegality of such issues, we should not embarrass carriers 
claiming that they are not subject to the provisions of section 
20a by an expression of opinion such as complainants request.” 

Doubt was expressed by the Commission as to whether, 
under Texas & Pacific vs. Gulf, etc., 270 U. S. 266, it had juris- 
diction to entertain the complaint, notwithstanding the pro- 
visions of section 13. 

A party in interest who is opposed to an issue of securities 
as proposed in an application is not authorized by the act to 
initiate before the Commission any proceeding concerning such 
issue, according to the decision. He may appear in opposition 
at a hearing on an application. If no such application has been 
made, paragraph 11 of section 20a, providing for court action 
on void securities because of issuance without authority from 
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the Commission, affords him the only remedy, and that remedy 
is affirmative and complete, according to the Commission. 

Commissioner Eastman, dissenting in part, said the Com- 
mission should not leave the parties ‘in the dark” as to its 
conclusions and intentions but should “frankly state our con- 
clusions and what we propose to do or not to do in the light 
of the provisions of section 12.” 


JOINT CORN RATES WESTBOUND 


Joint overhead rates on corn and other coarse grains, to 
replace the present Missouri River combinations, are to be es- 
tablished from points in Iowa to points in Colorado and from 
points in South Dakota to destinations in Colorado, Utah, Cal- 
ifornia and other western states not later than May 1. They 
have been ordered in connection with a report in No. 18730, 
Board of Railroad Commissioners of South Dakota vs. Santa Fe 
et al., and No. 18787, Board of Railroad Commissioners of the 
State of Iowa vs. Same. 

That report, by division 1, written by Commissioner Taylor, 
found the rates from Iowa points to Colorado destinations un- 
reasonable. It found the rates from South Dakota points un- 
reasonable and unduly prejudicial. The complaints charged 
that the rates were in violation of the first three sections of 
the interstate commerce act and contrary to the provisions of 
the Hoch-Smith resolution. The South Dakota complaint de- 
fined the destination territory as including Colorado, Utah, 
Wyoming, Nevada, Arizona, New Mexico, California and south- 
ern Oregon. The Iowa complaint mentioned Denver and other 
Colorado common points as the destination territory. 


At present, Commissioner Taylor said, there were no joint 
rates except from Iowa to Utah and Pacific coast points. The 
existing rates, he said, were the lowest combinations on Mis- 
souri River crossings, subject to the Mississippi River rate as 
maximum at Iowa points. Combinations on Sioux City, Ia., he 
said, made the lowest basis in nearly all instances from South 
Dakota and generally from Iowa. 

While the through rates were attacked, Commissioner Tay- 
lor said that the attack was really upon the local rates up to 
the Missouri River used as factors in the combinations. Com- 
plainants, he said, contended that the rates should not be full 
combinations but that only an amount sufficient to cover the 
additional cost and a reasonable profit should be added to the 
Missouri River rates to cover the cost and a reasonable profit 
on the additional haul. He said that while the rates from 
Iowa to Utah and California were not exactly satisfactory to 
the Iowa complainant; it considered the spread or differential 
over the Missouri River rates in the rates to Utah and Cali- 
fornia as not sufficiently out of line to warrant a complaint 
against them. 

The railroads contended for the combination of locals 
method of stating rates because, as they pointed out, the rates 
“broke” at the Missouri River points, the carriers east and 
west of the river, in many instances, not being the same. 


“In the carriage of the great staples and necessities of life,” 
said Commissioner Taylor, “the rates should be such as will 
encourage and warrant their movement, and while they should 
not be so low as to impose a burden on other traffic they 
should have reasonable relation to the cost of the service to 
the carrier and the value of the transportation service to the 
producer and shipper. At the time of the hearing there was a 
serious depression in the farming industry in this territory. 
The value of corn or other coarse grains in South Dakota was 
abnormally low, and farm foreclosures were numerous. At the 
same time the cost of production has greatly increased. The 
general financial condition of the farmers in this territory was 
partly responsible for the Hoch-Smith resolution, and the situ- 
ation here is one that it was designed to assist.” 


Commissioner Taylor said that the record fully justified 
the conclusion that the factors under attack were too high. 
But he said the Commission did not deem it advisable to pub- 
lish rates to the Missouri River as arbitraries, differentials or 
proportionals. Instead it deemed it desirable to indicate the 
amounts that should be added to the Missouri River rates and 
then have the resultant sums published as joint overhead rates 
from the complaining areas in Iowa and South Dakota. 


The amounts to be added range from one cent for hauls 
of 40 miles and less, to 10 cents for distances over 360 but not 
in excess of 400 miles. At 100 miles the addition is to be 3 
cents, 200 miles, 5 cents, and 300 miles, 8 cents, the table run- 
ning out at 400 miles. 


The new rates are to be made from points in South Dakota 
except from points on the Winner branch of the Chicago & 
North Western, based on findings of unreasonableness and un- 
due prejudice to shippers in South Dakota and unduly prefer- 
ential of shippers in Iowa and Minnesota. The rates from 
points on the Winner branch, the report said, should not exceed 
those from Sioux City, Ia. 

The conclusions in this report, Mr. Taylor said, were with- 
out prejudice to any different conclusions that might be reached 
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as a result of the general investigation of rates on grain a 
grain products now pending. nd 


SAND AND GRAVEL SWITCHING 


In a report written by Commissioner Woodlock, in N 
19999, Automatic Gravel Products Co. et al. vs. Burlington 
Muscatine & Northwestern, the Commission, by division 4 has 
found that the absorptions by the Chicago, Rock Island & Pacific 
and the Chicago, Milwaukee, St. Paul & Pacific of the SWitchin 
charges of the principal defendant, at Muscatine, Ia., have a 
been shown to result in undue prejudice. It has further found 
that the rates of the Muscatine, a short line, for Switching ip 
connection with road-haul movements of interstate traffic are 
unreasonable to the extent they exceed or may exceed $3.15 per 
car. The report also covers a sub-number, Same ys, Chicago 
Rock Island & Pacific. , 

The short line charges ran as high as $9 per car. The trunx 
lines absorb, generally, $3.15, but in a few instances the absorp. 
tions are greater. The short line claimed that its charges were 
necessary to enable it to live. 

Commissioner Eastman, dissenting, said he thought the opin- 
ion of the majority was not just to the short line. He thought 
a switching charge of $4.50, with complete absorption by the 
two trunk lines, on certain traffic was justified. 

“It is quite evident,” said he, “that the Rock Island and the 
Milwaukee are trying to drive this little road out of existence, 
and, as I see it, neither the form of the complaints before ys 
nor the record makes it necessary for us to further this ep. 
deavor.” 

He said the essence of the complaint was a prayer for joint 
rates with absorptions by the trunk lines of the switching 
charges of the short lines, the absorption amounting to a 
division. “ 


7 FRESH MEATS AND PRODUCTS 

The Commission, by division 2, in No. 18090, Swift & Co. 
vs. Chicago, Milwaukee & St. Paul et al., has found rates on 
packing-house products, carloads, from South St. Paul, Minn, 
and Sioux Falls, S. D., to Fargo and Grand Forks, N. D., not 
unreasonable. It has found unreasonable the rates on fresh 
meats, carloads, from South St. Paul, Minn., and Sioux Falls, 
S. D., to Fargo and Grand Forks, prescribed new ones to be 
made effective not later than May 1, and awarded reparation. 
The report also covers No. 18435, John Morrell & Co. vs. Great 
Northern. 

The finding as to fresh meats, which requires the publication 
of new rates, is that those from South St. Paul were, are and 
for the future will be unreasonable to the extent they exceeded 
or may exceed 55 cents to Fargo and 62 cents to Grand Forks 
and from Sioux Falls to Fargo, 62 cents. 

Commissioner Campbell, dissenting in part, said he believed 
the record warranted rates of 48 cents from South St. Paul to 
Fargo and 55 cents to Grand Forks. 


GROUND IRON ORE AND MORTAR COLORS 


Because the railroads, by their own action, have brought 
about a better relationship of the rates involved, the Commission, 
by division 4, in No. 19991, Blue Ridge Tale Co., Inc., vs. Cin- 
cinnati, New Orleans & Texas Pacific et al., upon reconsideration, 
has modified the finding in the original report, 147 I. C. C. 507, 
that rates on ground iron ore and dry mortar colors, in less 
than carloads, from Henry, Va., to Lexington, Ky., were not 
unreasonable, but unduly prejudicial. The question was the 
relationship of the rates from Chattanooga Tenn., on the one 
hand, and from Henry, Va., on the other. The railroads, on 
February 1 and February 9, this year, changed the relationship 
by making fifth class rates applicable from both points of origin 
to Lexington. Therefore the Commission now finds that the 
present rates from Henry to Lexington are not unduly preju- 
dicial and dismisses the complaint. The order of October 13, 
1928, effective March 11 next, has been vacated and set aside. 


POTATOES TO ARKANSAS 


The Commision, by division 3, in No. 18509, Chamber of 
Commerce of El Dorado, Ark., et al. vs. Arkansas Railroad et 
al., has found unreasonable the rates on potatoes, carloads, 
from groups in Colorado, Nebraska, Wyoming and New Mex- 
ico to El Dorado, Prescott, Smackover and other points in 
southern Arkansas. The assailed rates were 88 cents. The 
Commission found that the rates of 88 cents prior to December 
10, 1927, this complaint having been filed in 1926, and the, 
84-cent rate thereafter, were and are unreasonable to the extent 
that the charges accruing thereunder exceeded, exceed or might 
exceed those resulting from the application of the contem- 
poraneous class rates and minima. It awarded reparation. 
The new rates are to be made applicable not later than April 6. 


SINGLE-LINE COTTON RATES 


The Commission, in No. 19554, M. Hohenberg & Co. et al. 
vs. Atlanta & West Point et al., on reconsideration, on appeal 
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m division 4, has reversed the finding in 140 I. C. C. 530. It 
fnds that the interstate rates based on a joint-line distance 
scale OD cotton, from points on the Western Railway of Ala- 
pama to destinations on the Atlanta & West Point in Georgia 
are unreasonable to the extent they exceeded and may exceed 
single-line rates set forth in an appendix. In the prior report 
division 4 found the joint line rates applied on the shipments 
not unreasonable and dismissed the complaint. 

Complainants contended that inasmuch as the two roads 
were under common management and control the single-line 
rates should have been applied. Division 4 found that the rec- 
ord did not establish that the joint-line rates were in excess 
of maximum reasonable rates. In this report the Commission 
pointed out that in Livestock to, from and Between points in 
Southeast, 91 I. C. C. 292 and 101 I. C. C. 105, it had found 
that the two roads were under a common management and 
control, and that on livestock the single-line scale produced the 
rates to be applied. 

In this decision it held that the single-line rates should 
have been applied, awarded reparation and ordered the single- 
line rates made effective not later than April 10. A _ typical 
single-line rate shown in the appendix is 45 cents from Opelika, 
Ala., to Atlanta, Ga. 


POTATO ORDER MODIFIED 

The Commission, by division 3, has modified, upon recon- 
sideration, the finding in the original report, 146 I. C. C. 8, 
in No. 18407, Louisiana Farm Bureau Federation, Inc., et al. vs. 
Louisiana Railway & Navigation Co. et al. In the original 
report it found, among other things, that the rates on potatoes, 
from points in Louisiana east of the Mississippi to destinations 
in Missouri, Nebraska, Kansas and Minnesota were and would 
be unreasonable to the extent they exceeded or might exceed 
27.5 per cent of the contemporaneous first class rates over the 
routes of movement. That finding was not enough to main- 
tain the rate structure west of the Mississippi. That finding 
is now modified by making it subject, when applied over routes 
west of the Mississippi, to the rates on potatoes now in effect 
from intermediate west-side points to the destinations involved 
as minima. The modified order, correcting that of June 14, 
1928, is to bring into effect new rates not later than April 10. 


OTHER COMMISSION REPORTS 


No. 20232, E. A. Smith vs. Illinois Central. By division 4. 
Reparation of $47.35, with interest, awarded on finding that 
inapplicable rate was charged on one carload pine lumber, Red 
Bay, Ala., to Ridgely, Tenn. Applicable rate, 22 cents. 

No. 20211, Hiram C. Wilson vs. Santa Fe. By division 4. 
Reparation of $279.65, with interest, awarded on finding that 
rate on one carload of second-hand wrought-iron pipe, Cushing, 
Okla., to Alamota, Kan., was inapplicable, and that applicable 
rate, following the Prairie case, 146 I. C. C. 149, was unreason- 
able to extent it exceeded 50 cents, minimum 40,000 pounds. 

No. 20264, S. H. Franklin Co. et al. vs. C. B. & Q. et al. 
By division 4. Complaint dismissed on finding that charges 
collected and minimum weight provided in connection with rate 
on three carloads common chairs, Thomasville, N. C., to Min- 
neapolis, Minn., were not and are not unreasonable or other- 
wise unlawful. 

No. 19055, Barrett Co. vs. Pennsylvania et al. By division 
2. Rate on coal tar, Sparrows Point, Md., to Undercliff, N. J., 
unreasonable, past, present and future, to extent it exceeded, 
exceeds, or may exceed 18 cents. Complainant entitled to rep- 
aration. Rate for future to be established on on before April 5. 

No. 20422, U. S. Bedding Co. vs. St. Louis-San Francisco. 
By division 4. Reparation of $108.76, with interest, awarded 
on finding that present rates on uncompressed cotton, Holly 
Springs and New Albany, Miss., to Kansas City, Mo., are not 
unreasonable or otherwise unlawful, but that rates charged 
were not unduly prejudicial, but were unreasonable to the 
extent they exceeded $1.145 from Holly Springs and $1.26 from 
New Albany. 

: No. 19075, Bakelite Corporation vs. Pennsylvania. By di- 
vision 3. Complaint dismissed on finding that rate on crude 
cresylic acid, Philadelphia, Pa., to Perth Amboy, N. J., was not 
unreasonable, and that the fifth class rate of 19.5 cents now in 
effect is and will be reasonable for the future. 

No. 20448, McHenry-Millhouse Manufacturing Co., Inc., vs. 
N. Y., O. & W. et al. By division 4. Complaint dismissed on 
finding that rate on asphalt shingles and prepared roofing, Ful- 
ton, N. Y., to Williamsport, Pa., was not and is not unreasonable 
or otherwise unlawful. 

__No. 19444, Detroit Chemical Works vs. B. & O. et al. By 
division 2. Complaint dismissed on finding that rates on crude 
sulphur, New York, N. Y., and Baltimore, Md., to Detroit, Mich., 
were not and are not unreasonable. 

__No. 20753, Alabama Portland Cement Co. vs. L. & N. By 
division 4. Complaint dismissed on finding that rate on cement, 
North Birmingham, Ala., to Mobile, Ala., for transshipment by 
water to desetinations in Florida, was not unreasonable. 
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No. 20040, A. G. Johns, trustee in bankruptcy of estates of 
E. Y. Foley and E. Y. Foley, Inc., vs. Lehigh Valley et al. By 
division 4. Rates charged on carload fresh grapes, Gilroy, Calif., 
to New Haven, Conn., inapplicable; that applicable rate was 
$1.73, plus reconsignment charge of $2.70. Refund of over- 
charge directed. Complaint dismissed. 

No. 20584, C. E. Leach vs. Oregon-Washington Railroad & 
Navigation et al. By division 4. Charges collected on single- 
deck carload of goats, Seattle, Wash., to Fairbury, Neb., unrea- 
sonable to extent they exceeded those which would have accrued 
at a rate of 82 cents, minimum 26,000 pounds. Reparation of 
$51.30, with interest, awarded. 

No. 19882, A. Marx & Sons, Inc., vs. Y. & M. V. et al. By 
division 4. Sixth class rate on pig lead, carloads, North Baton 
Rouge, La., to Atlanta, Ga., applicable, but for past, present 
and future unreasonable to extent it exceeded, exceeds or may 
exceed 59 cents. Shipment made October 29, 1924, under- 
charged. Reparation of $195.60, with interest, on four other 
shipments forwarded in January, 1927. Defendants authorized 
to waive collection of outstanding undercharges in exeess of 
those computed at rate of 59 cents. Rate for future to be estab- 
lished on or before April 5. 

No. 20536, Green-Boots Construction Co. et al. vs. Mo. Pac. 
et al. By division 4. Rates on hay, Rose and Yates Center, 
Kan., to Riverside Spur and Oklahoma City, Okla., unreasonable 
to extent they exceeded 36 cents. Reparation of $109.27,. with 
interest, awarded. 

No. 20819, Carey-Reed Co. vs. Pennsylvania et al. By divi- 
sion 4. Complaint dismissed on finding that rates charged on 
cement, Speeds, Ind., to Mayfield, Ky., and McKenzie, Tenn., 
were not unreasonable. 

No. 19823, Texas Cement Plaster Co. vs. K. C. M. & O. et al. 
By division 4. Carload rates on sawdust, St. Louis, Mo., to Plas- 
terco, Tex., unreasonable for future. Rate, 41 cents, minimum 
24,000 pounds, subject to Rule 34, to be established not later than 
April 5. 

No. 18404, B. & J. Sales Co. vs. Ft. W. & D. C. et al. By 
division 3. Complainant found entitled to reparation on ship- 
ments of canned fruits, vegetables and syrup, carloads, Altus, 
Okla., to Texas pointse, to basis of rates now in effect. Dis- 
senting, Commissioner Taylor objected to award of reparation 
because, as he said, the reparation basis was found reasonable 
in the Consolidated Southwestern Cases and that principle of 
not awarding reparation following general readjustment of rates 
should not be departed from here. 

No. 20521, Kieckhefer Container Co. vs. Pennsylvania et al. 
By division 5. Sixth class rates applicable to imported wood 
pulp, Boston, Mass., and Baltimore, Md., to Fish House, N. J., 
not unreasonable. Dismissed. 


No. 19057, Imperial Pipe & Threading Co. et al. vs. Santa 
Fe et al. By division 3. Complainants found entitled to rep- 
aration on shipments wrought-iron pipe from various points 
in Oklahoma to various points in Texas, because rates were 
unreasonable in those instances they exceeded certain percent- 
agés of the southwestern distance scale of first class rates pre- 
scribed in southwestern revision. Prairie Pipe Line Co. vs. 
A. & W., 146 I. C. C. 149, followed. Commissioner Taylor dis- 
sented as to reparation. 


No. 18842, J. G. Curtis Leather Co. vs. Santa Fe et al. By 
division 3. Rate on green salted hides, St. Louis to Ludlow, Pa., 
applicable. Rates, National Stock Yards, Ill., Kansas City and 
St. Joseph, Mo., Omaha and South Omaha, Neb., Wichita, Kan., 
Sioux City and Ottumwa, Ia., to Ludlow, Pa., inapplicable. Rep- 
aration awarded to basis of 42.5 cents from National Stock 
Yards, 50.5 cents from Ottumwa, 70.5 cents from St. Joseph, 
Kansas City, Sioux City, Omaha, South Omaha, and 79.5 cents 
from Wichita. 


COMMISSION ORDERS 


No. 17565, Quanah Cotton Oil Co. et al. vs. Santa Fe et al. 
Second supplemental petition filed by defendants for rehearing 
and/or reconsideration, and modification of decision herein and 
for an order holding in abeyance the reparation awarded herein, 
and for consolidation of this proceeding with 17000, part 8, 
cottonseed and its products, denied. 

No. 19261, Chamber of Commerce Traffic Bureau et al. vs. 
Boston & Albany et al. Complainants’ petition for further 
hearing denied. 

No. 18844, Aluminum Co. of America vs. Santa Fe et al. 
The proceeding has been reopened for further consideration 
upon record as made only as to the ratings on plate or sheet 
aluminum and the ratings on scrap aluminum. 

No. 17606, Cynthaina Construction Co. vs. Louisville & 
Nashville et al. Complainant’s second petition for reconsidera- 
tion of that part of the report which relates to unreasonable- 
ness in the past and reparation denied. 

No. 19789, Peru Plow & Wheel Co. vs. Milwaukee et al. 
Complainant’s second petition for rehearing or for reconsidera- 
tion of present record denied. 

No. 19111, Gutmann & Co. vs. Baltimore & Ohio et al. Com- 
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plainant’s petition for reargument and reconsideration denied. 

No. 19666, Brooks Construction Co. vs. New York Central. 
Defendant’s petition for rehearing denied, and proceeding re- 
opened for reconsideration on present record. 

No. 20266, Merchants’ and Planters’ Plant Food Co. vs. 
Louisville & Nashville et al. Complainant’s petition for re- 
hearing denied. 

No. 18826, Federal Compress & Warehouse Co. et al. vs. 
Alabama Great Southern et al. Complainants’ second petition 
for rehearing denied. 

No. 20526, North Shore Material Co. vs. Chicago & North 
Western et al. This proceeding is reopened for further hearing 
at such time and place as Commission may hereafter direct. 

No. 18403, San Angelo Cotton Oil Co. et al. vs. Arizona 
Eastern et al. This proceeding is reopened for reconsideration 
on present record. 

No. 18997, Wesson Coal Co. et al. vs. Missouri Pacific et 
al. Complainants’ petition for reconsideration, rehearing and/or 
modification in matter of rates and reparation denied. 

Finance No. 7284, application of Texas-New Mexico for cer- 
tificate to construct and operate a line of railroad in Lea 
county, N. M. Texas Co. permitted to intervene. 

Finance No. 7353, application of Long Island for a cer- 
tificate to abandon a portion of its Whitestone-branch in Queens 
county, N..Y. Transit Commission of State of New York per- 
mitted to intervene. 

Finance No. 7363, application of Yates & West Texas for 
certificate to construct a line of railroad in Upton and Pecos 
counties, Tex. Kansas City, Mexico & Orient permitted to 
intervene. 

No. 17930, United Verde Copper Co. et al. vs. Santa Fe et 
al. Complainants’ and interveners’ petition for reargument be- 
fore the Commission denied. 

No. 19858, Aetna Oil Service, Inc., vs. Baltimore & Ohio et 
al. Defendants’ petition for oral argument, reopening and re- 
consideration denied. 

No. 19915, M. H. Kilpatrick vs. Nickel Plate. Complainant’s 
petition for reconsideration or reargument before Commission 
denied. 

No. 19940, Burroughs Adding Machine Co. vs. Wabash et 
al. Complainant’s petition for reconsideration denied. 

No. 17537, Standard Oil Co. of Louisiana vs. Rock Island et 
al. Defendants’ petition for vacation and modification of orders 
denied. 

No. 14071, Ohio Farm Bureau Federation vs. Ahnapee & 
Western et al. and No. 14660, Federal Valley Railway vs. New 
York Central et al. Application for reopening the above cases 
so far as matter of per diem charges concerned denied. 

No. 19356, Simon Newman Co. vs. Los Angeles & Salt Lake 
. vat Defendants’ petition for rehearing and/or reargument 
enied. 

No. 17280, Lone Star Gas Co. vs. Alabama & Vicksburg et 
al. Complainant’s petition for rehearing for reconsideration 
and/or for consideration with other pending complaints denied. 

No. 17815, Milne Lumber Co. vs. Michigan Central et al. 
Detroit, Grand Haven & Milwaukee’s petition for reconsidera- 
tion of record and oral argument denied. 


No. 17128, Taylor Produce Co. et al. vs. Atlantic Coast 
Line et al. and No. 17632, Harry J. Lewis Co. et al. vs. Norfolk 
Southern et al. Taylor Produce Co. and Harry J. Lewis peti- 
tion for modification or clarification of orders and a rehearing 
respecting reparation denied. 


No. 19818, Ebersbach Construction Co. vs. Louisville & 
Nashville. Complainant’s petition for reconsideration denied. 

No. 13172, Board of Commissioners of City of Hoboken vs. 
Delaware, Lackwanna & Western. The order entered herein 
on April 9, 1923, has been vacated and set aside. 


No. 16613 (Sub. 1), Grand Forks Commercial Club vs. Ahna- 
pee & Western et al. The above entitled case, in so far as it 
involves rates to points in Missouri, Kansas, Oklahoma, Arkan- 
sas, Louisiana, has been reopened for reargument and assigned 
for reargument before Commission February 13, 1929, in connec- 
tion with No. 20337, Leonard, Crosset & Riley, Inc., et al. vs. 
Arkansas Harbor Terminal et al., and related cases, and the 
case, in so far as it involves rates to points in official and 
southern territories, has ben reopened for further hearing, and 
assigned for further hearing March 7, 1929, at Fargo, N. D., 
before Examiner Harraman, in connection with No. 21218, 
Leonard, Crosset & Riley, Inc., et al. vs. Akron, Canton & 
Youngstown et al. 

No. 17004, Chemical Lime Co. et al. vs. Bellefonte Central 
et al., and No. 17217, George C. Meyer et al. vs. Bellefonte 
Central et al. Complainants’ petition, dated December 12, 1928, 
for reconsideration of proceedings in No. 17004, in so far as they 
pertain to unreasonableness under section 1, and for further 
hearing in No. 17217, denied. 

No. 15445, McCormick Warehouse Co. vs. Pennsylvania. 
The effective date of the order heretofore entered in this pro- 
ceeding on November 22, 1928, as amended by order entered 
December 22, 1928, has been postponed to April 12, 1929. 

No. 18364, Georgia Public Service Commission vs. Atlantic 
Coast Line. The order heretofore entered in this proceeding 
on August 2, 1928, has been amended as follows: By inserting 
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after “logs, except walnut, cherry and cedar” in the seco 
third and fourth paragraphs of said order, the following: “mu 
except ash, gum, hickory, oak, pine, and cypress logs hot oy, 
six feet in length.” er 

On complainant’s request, the complaints have been dis. 
missed in No. 16118, Skelly Oil Co. vs. Santa Fe et al.; No, 21254 
Kentucky Rock Asphalt Co. et al. vs. Aberdeen & Rockfish et al. 
and No. 16424, Baltimore & Ohio et al. vs. Chicago Junction et al 

No. 21494, Kansas Live Stock Association et al. vg, Abilene 
& Southern et al. Arizona Cattle Growers’ Association and J, ¢ 
Kinney permitted to intervene. ie 

No. 21598 (and Sub. 1), Board of Railroad Commissioners of 
State of South Dakota vs. Burlington et al. Public Service Com. 
mission of Wyoming permitted to intervene. 

Finance No. 7284, application of Texas-New Mexico for ¢gp. 
tificate to construct a line of railroad in Lea county, New Mey. 
ico. Texas Pacific Coal & Oil Co. permitted to intervene, 

No. 19353, Southwestern Milling Co., Inc., vs. Rock Islang 
et al. Petitions of complainant for modification and enlarge. 
ment of Commission’s findings and order, and Kansag City 
Terminal and Rock Island for reargument before entire Com. 
mission and for postponement of effective date of order, denieg 
and proceeding reopened for reconsideration on record as made. 

No. 18697, Parkersburg Rig & Reel Co. vs. Santa Fe et aj 
The order entered herein on July 14, 1928, reopening this cage 
for further hearing solely with-respect to the issues of repara. 
tion, vacated and set aside, and proceeding reopened for further 
hearing in respect to all issues, at such time and place as Com. 
mission may hereafter direct. 

No. 17159, Southern Kansas Grain & Grain Products Aggo- 
ciation vs. Rock Island et al. Motion of Board of Trade of 
Kansas City for reopening and consolidation with No. 17000, 
part 7, and petition for postponement of effective date of orders 
herein denied. 

No. 18979, Cascade Timber Co. vs. Santa Fe et al. Petition 
of defendants for reargument and for postponement of effective 
date of order herein denied. 

No. 18846, Magnolia Petroleum Co. vs. Chicago, Rock Island 
& Gulf et al. Proceeding reopened for reconsideration on record. 

No. 16707, Eastern Shore of Virginia Produce Exchange ys. 
Pennsylvania. Complainant’s petition for reargument denied. 

Complaints have been dismissed on complainants’ request 
in No. 21685, Harrison Steel Castings Co. vs. Santa Fe et al; 
No. 15483 (and Sub. Nos. 1 to 4, incl.), Loose-Wiles Biscuit Co. 
vs. Santa Fe et al., No. 19765, in the matter of application of 
P. E. Jepson et al., No. 20532, Colonial Salt Co. et al. vs. Akron, 
Canton & Youngstown et al., No. 20742, J. Korber & Co. et al. 
vs. Santa Fe et al., No. 21349,,Southern Fruit Distributors, Inc, 
et al. vs. Alabama Great Southern et al., No. 21491, Cayuga 
Rock Salt Co. et al. vs. Akron, Canton & Youngstown et al, 
and No. 21742, Carolina Coal & Ice Co. et al. vs. Southern et al. 
No. 18163, National Association of Waste Material Dealers, Inc., 
vs. Aberdeen & Rockfish et al., No. 19374, Hartford City Gas 
Light Co. vs. Pennsylvania et al., No. 19429, Clarkson Glue Co. 
vs. Burlington et al., No. 19943, Potomac Poultry Food Co., Inc. 
vs. Pennsylvania et al., No. 20557, American Popcorn Co. vs. Santa 
Fe et al., No. 20890, Commercial Refrigerator Manufacturers vs. 
Ann Arbor et al., No. 21060, Baker & Holmes Co. vs. Pennsyl- 
vania et al., No. 21226, Tampa Shipbuilding and Engineering 
Co. vs. Atlantic Coast Line et al., No. 21253, Webb Press Co, 
Inc., vs. Abilene & Southern et al., No. 21466, McCaull-Dinsmore 
Co. vs. Chicago & North Western et al., No. 21470, South Georgia 
Traffic Bureau for Read Phosphate Co. vs. Atlanta, Birmingham 
& Coast et al., No. 21582, Manufacturers’ Association of York, 
Pa., vs. Western Maryland et al., No. 21620, Calco Chemical Co. 
vs. Lehigh Valley. 

Dismissal has been made of the following as complaints 
have been satisfied: No. 20857, Simmons Co. vs. Chicago & 
North Western et al., No. 21051, Hood River Traffic Assn. Vs. 
Mount Hood et al., No. 21307, Western Asphalt Paving Corp. 
vs. Burlington et al., No. 21597, Quimby & Olson vs. Illinois 
Central et al., and No. 21677, J. D. Westcott & Son vs. Cincin- 
nati, New Orleans & Texas Pactific et al. 

No. 21510, F. W. Tunnell & Co. vs. Long Island et al. The 
Virginia-Carolina Chemical Corp. permitted to intervene. 

No. 21755, McGrath Sand & Gravel Co. vs. Santa Fe et al. 
Missouri Gravel Co. and Moline Consumers Co. permitted to 
intervene. 

No. 21710, Bartley Co. Op. Oil Co. et al. vs. Chicago & North 
Western et al. Standard Oil Co. (Neb.) permitted to intervene. 

No. 21219, Stockland Road Machinery Co., Inc., vs. Milwav- 
kee et al. Complaint dismissed, parties thereto agreeing to 
accept an informal ruling in satisfaction of the complaint, and 
that informal ruling has been made. 


MEAT CASES REOPENED 
The Commission has reopened for further hearing, in col 
nection with I. and S. No. 3235, nineteen cases involving rates 
on meats and packing house products to, from, and betweeD 


Southwestern and Western Trunk Line points. The tariffs sus 
pended in I. and S. 3235 were filed in purported compliance 
with the decision of the Commission in I. and S. 2595 and 
eighteen formal docket cases. 
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MAHOGANY SAWDUST RATES: 


Freight rates on mahogany sawdust, the waste product used 
by meat packers for curing, coloring and flavoring of hams, are 
dealt with by Examiner Paul Coyle, in No. 21233, John P. Squire 
& Co. et al. vs. Boston & Albany et al., and a sub-number, 
4rmour & Co. vs. Same. Mahogany sawdust is not separately 
treated in the freight rate tariffs, but takes the rates applicable 
on sawdust not otherwise indexed by name. 

Coyle says the Commission should find the rate assailed 
from Carteret, N. J., to Boston, Brightwood, East Cambridge 
and Worcester, Mass., prior to December 11, 1927, was unrea- 
sonable to the extent it exceeded 23.5 cents, but not otherwise 
unlawful; that the rate from Carteret to Boston on and after 
December 11, 1927, was not and is not unreasonable; that the 
rate from Carteret to New Haven, Conn., was, is, and for the 
future will be unreasonable to the extent it exceeded or might 
exceed 18.5 cents; that the rate from Long Island City, N. Y., 
to Boston was, is, and will be, unreasonable to the extent it 
exceeded or may exceed 21 cents; and that the complainants 
are entitled to reparation. 


RATTAN AND CANE RATINGS 


Examiner A. J. Sullivan, in No. 19921, Heywood-Wakefield 
Co. vs. Ann Arbor et al., No. 20101, Same vs. Same, and No. 
19931, Same vs. Same, has recommended that the Commission 
find unreasonable and unduly prejudicial the ratings on rattan, 
rattan reeds and rattan splints, in official, western and south- 
ern classifications in the title case, to the extent they exceeded, 
exceed or may exceed second in less-than-carloads and fourth 
class, carloads, in southern and western classifications, and rule 
96 in official, carloads, minimum 24,000 pounds, subject to rule 
34. Sullivan said that the ratings proposed for condemnation, 
first and third, had been maintained for many years and that 
in ine with the Commission’s policy reparation should be denied. 

Sullivan further said that the Commisison should find the 
first class rating, any quantity, on cane webbing, lined or un- 
lined, assailed in No. 18931, and the corresponding class rates 
on the complainant’s shipments, were and are not unreasonable 
or unduly prejudicial and dismiss the complaint. 

Still further, Sullivan said the Commission should find that 
the second and fourth class ratings on woven paper fabric 
assailed in No. 20101 were not and are not unreasonable or 
unduly prejudicial and dismiss the complaint. 


COAL TO BUFFALO, N. Y. 


Examiner Charles W. Berry, in No. 18514, Acme Coal Co. 
et al. vs. Baltimore & Ohio et al. and No. 20887, Same vs. 
Same, on further hearing, has recommended that the Commis- 
sion reverse the finding in the original report, 136 I. C. C. 286. 
That finding, made by division 1, was that the rate on bitum- 
inous coal from the Monongah, Short Line and Clarksburg 
districts in West Virginia, to Buffalo, N. Y., was not unduly 
prejudicial to the operators in those districts nor unduly prefer- 
ential of the operators in the Fairmont and Opekiska districts, 
also in West Virginia. Berry recommends that the Commission 
find that the maintenance of rates by the Baltimore & Ohio 
and the Erie, from the complaining districts to Buffalo and 
points taking the same rates higher than those from the Scotts 
Run, Fairmont Nos. 1 and 2, and the Opekiska districts is 
and for the future will be unduly prejudicial to the complainants 
to the extent they may exceed those from Scotts Run, Fair- 
mont Nos. 1 and 2 and the Opekiska districts. 


BANANA RATES TO NORTH CAROLINA 

Examiner E. L. Glenn, in No. 20928, Foerber-Norfleet, Inc., 
et al. vs. Southern et al., has recommended that the Commission 
find the rates on bananas, carloads, from Charleston, S. C., to 
Burlington, Durham, Greensboro and Winston-Salem, N. C., un- 
reasonable to the extent they exceeded 53 cents to Burlington, 
50 cents to Durham, 52 cents to Greensboro and 50 cents to 
Winston-Salem, based on the existing minimum weight. They 
have been established in accordance with the criteria set forth 
in Bananas from Gulf Ports, 123 I. C. C. 181. Glenn said that 
the record amply sustained the conclusion that the rates assailed 
Were intrinsically unreasonable, irrespective of the widespread 
adjustment caused by the decision in the case mentioned. There- 
fore he recommended condemnation and an award of reparation. 


OTHER PROPOSED REPORTS 
No. 20976, Phoenix Utility Co. vs. Pennsylvania et al. Ex- 
aminer W. J. Harris. Rates on wrought iron pipe, carloads, 
Pittsburgh, Pa., and refrigerating machinery, carloads, Warren, 
Pa., to Sanford, Fla., unreasonable to the extent they exceeded 
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85 and 89.75 cents, respectively. Reparation recommended. 
Rates on refrigerating machinery, carloads, Warren, Pa., to 
Palatka, Fla., and on pipe fittings, pipe coils and pipe headings 
from Waynesboro, Pa., to Lake City, Fla., not unreasonable. 

No. 21131, Oden-Elliott Lumber Co. vs. Southern. Exam- 
iner John Tavey. Rate on lumber, Silver Run, Ala., to Atlanta, 
Ga., not unreasonable. Dismissal recommended. 

No. ‘20962, W. E. Austin Machinery Co. vs. Seaboard Air 
Line et al., and four sub-numbers, Same vs. Atlantic Coast Line 
et al.; Same vs. Same; Same vs. Same, and Same vs. Same. 
Examiner F. A. Clifford. Rate, south of Jacksonville, Fla., on 
Insley excavators, carloads, Indianapolis, Ind., to West Palm 
Beach, Largo, Arcadia and Sorrento, Fla., in 1925 and 1926, 
inapplicable. Class N rates applicable. Reparation recom- 
mended. 

No. 20981, Gill-Virden Co. vs. Aberdeen & Rockfish et al. 
Examiner H. L. Main. Rates, ratings, and minimum weights 
on lettered lamp globes, carloads and less-than-carloads, Phila- 
delphia, Pa., to destinations in the three classification terri- 
tories, not unreasonable or otherwise unlawful. Dismissal 
recommended. 

No. 21093, Macdougald Construction Company vs. Central 
of Georgia et al. Examiner W. H. Smith. Fuel oil rate, Jack- 
sonville, Fla., to Milledgeville, Ga., unreasonable to the extent 
it exceeded 26 cents. Reparation recommended. 

No. 20757, Truscon Steel Company vs. Pennsylvania et al. 
Examiner W. A. Hill. Class P rate found applicable between 
Washington and Lincolnton, Ga., on steel poles from Pitts- 
burgh, Pa., via Washington to Lincolnton. Parties directed to 
adjust charges and complaint recommended for dismissal. 

No. 21289, Reynolda, Inc., vs. Southeastern Express Com- 
pany et al. Examiner C. K. Glover. Rate on excess value in- 
serted in contract covering two carloads of cattle from Wins- 
ton-Salem, N. C., to Trenton, N. J., applicable and not unlawful. 
Dismissal recommended. 

No. 21181, Riverside Monument Works ys. Erie et al. Ex- 
aminer W. R. Brennan. Rough granite rates, Barre and South 
Ryegate, Vt., to Rochelle Park and Arlington, N. J., unreason- 
able, past, present and future, to the extent they exceeded or 
may exceed, 25 cents to Arlington and Rochelle Park; from 
Quincy Adams and West Quincy, Mass., to Rochelle Park, 22.5 
cents on rough granite and 28 cents on polished granite. Rep- 
aration recommended. 

No. 20903, Southwestern Broom Manufacturing Company 
vs. Santa Fe et al. Examiner L. A. Pyle. Dismissal recom- 
mended on finding rates on broom corn, points in Oklahoma, 
Kansas and Colorado to Evansville, Ind., not unreasonable. 

No. 21129, Jackson (Miss.) Traffic Bureau for Jitney Jungle 
Company vs. A. G. S. et al. Attorney-Examiner John McChord. 
Dismissal recommended on finding rates on store fixtures and 
shelving, Jackson, Miss., to Alexander City, Ala., not unrea- 
sonable or unlawful. 

No. 19728, Consumers’ Plumbing Supply Company vs. B. & 
O. et al., embracing also No. 20242, Morrison Supply Company 
vs. A. G. S. et al., and a sub number, Axtell Company vs. Santa 
Fe et al. Examiner Arthur Kettler. Dismissal recommended 
on finding not unreasonable rates on iron or steel plumbers’ 
goods, Milwaukee and Sheboygan, Wis., Louisville, Ky., and 
Chattanooga, Tenn., and on plumbers’ lead goods, Joplin, Mo., 
and Granite City, Ill., to points in Texas. 

No. 21362, South St. Paul Horse Exchange vs. Great Norfh- 
ern et al. Examiner Paul R. Naefe. Dismissal recommended 
on finding carload rate on horses and a mule, Conrad, Mont., to 
Watkins, Minn., diverted in transit to South St. Paul, Minn., 
inapplicable, that applicable rate was $230.65, that applicable 
rate was not unreasonable or otherwise unlawful and that de- 
fendants should promptly refund outstanding overcharge of 
$1.50. 

No. 20967, Procter & Gamble Company vs. A. G. S. et al. 
Examiner George C. Clarke. Rate on 61 carload shipments red 
oil, Ivorydale, O., to Dallas, Tex., charged prior to July 14, 1928, 
unreasonable to extent it exceeded 98 cents. Reparation rec- 


ommended to that basis. Rate now in effect not unreasonable. 


No. 21013, Albers Bros. Milling Company vs. Oregon Short 
Line et al. Examiner T. Leo Haden. Dismissal recommended 
on finding rates applicable on two mixed carloads cereal milling 
machinery and other articles, Ogden, Utah, to Seattle, Wash., 
not unreasonable. 


WOOL RATES, 1923, APPENDIX 


In a proposed report in No. 20703, Boston Wool Trade Asso- 
ciation et al. vs. Aberdeen & Rockfish et al., Examiner E. H. 
Kerwin recommends what may be regarded as an appendix to 
the revision ordered by the Commission in Wool Rates Inves- 
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tigation, 1923, 91 I. C. C. 235. The carriers, in compliance or 
purported compliance with that decision, revised their rates on 
wool and mohair, in the grease, in sacks, in accordance with 
a distance scale. They revised their rates on the same com- 
modities when in bales, compressed to a density of not less 
than 19 pounds to the cubic foot, on the basis of 85 per cent 
of the rates on wool in the grease in sacks. The rates on stuff 
in the grease were on the basis of a carload minimum of 24,000 
pounds, subject to rule 34. In bales they were on the basis 
of 32,000 pounds, also subject to rule 34. 

All-rail rates in purported compliance were made effective 
December 27, 1924. Rail-gulf and rail-lake-rail rates from many 
but not all points of origin involved, Kerwin said, had been 
established since that date. 

Complainant, Kerwin said, alleged in this complaint that 
the railroads had failed to comply with the findings in that 
they had failed to compute distances over the shortest work- 
able routes; in that they had not established joint rates from 
many points over rail-lake-rail routes through Duluth, Minn., 
Chicago, Ill., and Milwaukee, Wis., and over the rail-gulf routes 
through Galveston and Houston, Tex.; and in that the rates 
from stations on narrow-gauge lines to eastern destinations and 
from points on the narrow-gauge lines to eastern destinations 
and from points on the narrow-gauge lines in Nevada, California 
and Oregon to Pacific ports, when destined to north Atlantic 
ports, were not on the proper basis. 

Summarizing ten findings into a single head note, the exam- 
iner said the Commission should find unreasonable to the extent 
indicated in the findings the rates on wool and mohair, in car- 
loads, from points west of the eastern boundaries of North 
Dakota, South Dakota, Nebraska, Kansas, Oklahoma, and Texas 
to Boston, Mass., and north Atlantic ports south thereof, over 
all-rail, rail-water and rail-water-rail routes, including origin 
points on narrow-gauge lines, and from points on narrow-gauge 
lines to Pacific coast terminals. He recommended reparation 
on rail-water shipments moving on and after May 1, 1925, on 
the theory that such rates should have been made effective 
not later than that day, and on all-rail shipments from points 
on narrow-gauge lines, based on rates recommended in this 
report as reasonable on the past shipments. He said the fact 
that in establishing all-rail rates under the findings in the 
Wool Investigation, 1923, the carriers computed distances under 
methods different from the rule laid down in this report for 
future use did not justify an award of reparation on shipments 
in the past. 


The rule for computing distances recommended in this re- 
port is that the distance to be used is that making over the 
shortest routes within the United States via junctions or inter- 
change points which are actually used as such on through or 
local traffic; each carrier to be used only once except to the 
extent that the use of one carrier more than once may be 
necessary for the purpose of transportation. Kerwin said that 
where shorter routes could be obtained by the use of two or 
more lines under common ownership or control each of such 
lines should be used once. 


The Great Lakes Transit Corporation asked for a specific 
recommendation that the water lines should receive for their 
services what was left of the through rates after allowing the 
rail carriers the same divisions as they would receive out of 
all-rail shipments. Kerwin said that an order fixing divisions 
was not warranted, but he recommended that the rail-water 
rates be divided in the manner suggested. He said that all 
differentials under: the all-rail rates, that is, the whole shrink, 
were to be borne by the water lines, as recommended in the 
proposed report in Eastern Class Investigation, docket No. 15798. 

# Use of the routes through Canada, making the shortest 
distance from much of the territory of origin to Boston and 
other eastern points, was proposed by the shippers. Kerwin, 
however, pointed out that their contentions were without merit 
because the Commission in National Canners’ Association vs. 
Ann Arbor, 147 I. C. C. 677, expressed the view that it should 
not prescribe joint rates over any routes based on the distances 
over routes in connection with which it was without authority 
to prescribe joint rates, regardless of the fact that some of the 
defendants, for many years, had maintained joint rates over 
such routes. On that point he computed the shortest route 
from Chicago to Boston over the Nickel Plate to Buffalo, N. Y., 
West Shore to Rotterdam Junction, N. Y., and thence over the 
Boston & Maine, a distance of 999 miles, and said that that 
distance should be used. 

Inasmuch as the issues in this case were almost wholly 
those created by the disagreements between the railroads and 
the shippers as to how the findings in Wool Investigation, 1923, 
should be applied the findings recommended in this report are 
minute on many points. They amount to almost precise in- 
structions to tariff publishing agents as to how they shall per- 
form their duties and bring into effect the rates intended to 
dispose of the issues. 

The first requires rates from points on the standard gauge 
lines, except the Gilmore & Pittsburgh, west of Armstead, Mont., 
all-rail in accordance with the scale prescribed in the Wool 
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Investigation report, distance to be computed in accordan 
with the rule hereinbefore set forth. All-rail rates from veins 
on the excepted route are to be made by the addition of on 
cent for each 10-mile block west of Armstead. These all-rai 
rates are to be from points west of the eastern boundaries et 
the Dakotas, Nebraska, Kansas, Oklahoma and Texas to Bosto 
and north Atlantic ports south thereof. 2 

All-rail rates from points on narrow gauge lines from 
the origin territory shown in the preceding paragraph, except 
from points on the Nevada-California-Oregon, are not to €Xceed 
fourth class but not in excess of 55 per cent of first class from 
the origin points to points where there are facilities for the 
change from one gauge to the other, plus the scale rates for 
the distances beyond the interchange points. Rates from Points 
on the Nevada-California-Oregon, Kerwin said, should be foung 
unreasonable in the past to the extent they exceeded the pro. 
vision for rates from narrow-gauge lines but that for the future 
they should be the same as for standard gauge lines. 

Rates from narrow-gauge lines in interior origin territory 
to Pacific coast terminals are not to exceed 55 per cent of the 
contemporaneous first class rates. 

The findings relating to rates over rail-gulf routes, rail-lake. 
rail routes and other matters covered in the report follow: 


That the rates on same from points in Texas, Oklahoma, New 
Mexico, Arizona, Colorado and Utah to said north Atlantic ports 
over rail-gulf routes through Galveston and Houston, Tex., were and 
are unreasonable to the extent that they exceeded or exceed rates 
based on differentials of 25 cents when from Texas, Oklahoma and 
Arizona, and 15 cents when from Colorado and Utah, both per 109 
pounds under the all-rail scale rates from and to the same points 
as prescribed in Wool Investigation, 1923, based on distances computed 
in accordance herewith and for the future to the extent that they 
may exceed rates based on differentials of 34 cents when from points 
in New Mexico and Arizona and 15 cents when from points in Colorado 
and Utah, both per 100 pounds under the all-rail scale rates from 
and to the same points as prescribed in Wool Investigation, 1923, 
based on distances in accordance herewith, and for the future when 
from points in Texas and Oklahoma to the extent that they may 
exceed the rates shown in column 55 in Appendix 13 to the original 
report in Consolidated Southwestern Cases, 123 I. C. C. 203, opposite 
the first-class, column 100, rates shown in the said appendix, said 
first-class rates to be the same as shown in Appendix 12 thereto 
between groups Nos. 700 to 711, inclusive, and group D. 

That the rates on same from points in the origin territory out- 
lined in finding No. 1 to said north Atlantic ports, over rail-lake-rail 
routes, were, are, and for the future will be unreasonable to_ the 
extent that they exceeded, exceed, or may exceed rates based on 
differentials of 10 cents when through Chicago, Ill., and Milwaukee, 
Wis., and 15 cents when through Duluth, Minn., both per 100 pounds 
under the all-rail scale rates prescribed in Wool Investigation, 1923, 
based on distances computed in accordance herewith. 


That complainant and interveners will be entitled to reparation 
on past shipments on which their right thereto is established as 
a result of the further hearing hereinafter mentioned, to the extent 
of the differences between the charges paid and those which would 
have accrued at the rates herein found to have been unreasonable 
in the past. In view of the large number of shipments covered by 
the complaint it was agreed by the parties to have the proof of 
payment and bearing of the freight charges determined after a 
further hearing to be held in the event of a finding that reparation 
should be awarded. The case should be set for further hearing for 
that purpose and to ascertain whether any of the shipments upon 
which reparation is sought are barred by the statute of limitations. 

That the rates for the future as herein recommended are to be 
published as specific commodity rates, and need be established only 
from known points of wool and mohair production, with proper 
tariff provisions as to rates from intermediate stations, except that 
upon request rates in accordance with the findings herein are to 
be established from other stations from which there is a prospect of 
wool or mohair shipments in carloads to the north Atlantic ports. 
In constructing all-rail, rail-water, and rail-water-rail rates under 
these findings the inimum weights and the rate relationship as 
between wool in sacks and cOmpressed bales, as prescribed in Wool 
Investigation, 1923, should be maintained. 

That in publishing the rail-water and rail-water-rail rates herein 
recommended the formation of:groups of origin that are not more 
than 75 miles in diameter shoujd be considered as substantial com- 
pliance with the findings herein, provided that the group rates will 
be computed so as to produce substantially the same average rates 
that would result from the application of the scale from each point 
in the group. This is in accordance with the finding in Wool In- 
vestigation, 1923, as to the all-rail scale rates therein prescribed. 


ROCK ISLAND ABANDONMENT 


Public convenience and necessity will permit the abondon- 
ment by the Chicago, Rock Island & Pacific Railway Company 
of a part of a line of railroad from Wallace to Edgerton Junction, 
Mo., but authority should be denied without prejudice for aban- 
donment of the line between Rushville and Wallace, Mo., ac 
cording to Examiner Ralph R. Molster, in a proposed report in 
Finance No. 6926, proposed abandonment by C. R. I. & P. 

The Rock Island seeks authority to abandon about 25 miles 
of line between Edgerton Junction and Rushville, Mo. The ex- 
aminer referred to the line between Rushville and Wallace as 
the DeKalb segment and the part between Wallace and Edgerton 
Junction as the Dearborn segment. 

The Missouri commission recommended that the application 
be granted as to the Dearborn segment but denied as to the 
DeKalb segment. Examiner Molster agreed with that sugges 
tion, but added that the denial as to the DeKalb segment should 
be without prejudice to renewal of the request at any time for 
authority to abandon it not less than one year after Commission 
decided in the case, if it could be made to appear that traffic 
had not been sufficient to justify such operation. 
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EXPRESS AGENCY APPROVED 


The Trafic World Washington Bureau 


The Commission, in finance 7322 and 7316, has author- 
ized the railroads to put into effect their plans for creating 
— taking over their express business on March 1. The ap- 
i“ yal is without conditions. It authorizes the Railway Express 
ore Inc., to issue a thousand shares of no par stock and 
$32 000,000 of 5 per cent bonds, stock to be sold for cash and 
at jess than $100 a share to the participating railroads, and 
the bonds at 97.75 per cent of par and accrued interest, and the 
participating railroads to acquire the agency. The operating 
agreement proposed is also specifically approved and authorized. 


WENATCHEE SOUTHERN CASE 


The Commission, in finance No. 2172, construction of line 
by Wenatchee Southern, has denied the petition of that railroad 
for further modification of the certificate, dated July 14, 1924, 
so as to extend the time within which construction thereby 
authorized shall be completed. The latest petition, upon which 
this adverse action has been taken, asked for an extension of 
the time for completion for one year from July 1, 1928. 

In disposing of the matter the Commission said that whether 
or not detriment might result to any party from the extension 
for which the company asked, it was persuaded that little ad- 
yantage would be gained by protracting this proceeding. It 
said it was unable to find that good cause had been shown for 
the extension of time sought by the applicant. It said that 
from that it followed the petition had to be denied. It added 
that, since the time for completion had already expired, it was 
unnecessary, if not improper for other reasons, that the cer- 
tificate be canceled and set aside. 

The report said that the evidence showed that the applicant 
never had had any assurance of funds to build its line or any 
considerable part thereof, nor any contract with respect of 
trackage rights over the line with which it would physically 
connect. Commissioner Campbell noted a dissent. 


WHEELING STATION CONTROVERSY 

The Pittsburgh & West Virginia Railway Company, inter- 
vener in Finance Nos. 7298 and 7299, involving the applications 
of the Wheeling & Lake Erie Railway Company for’ authority 
to abandon its Ontario Street station in Cleveland and to use 
facilities of the new terminal there of the Cleveland Union 
Terminals Company, has petitioned the Commission to review 
rulings of Examiner T. F. Sullivan excluding testimony in- 
tended by the Pittsburgh & West Virginia to support its con- 
tention that action of the Wheeling was illegal because author- 
ized by directors elected by the stock of the New York Central, 
Baltimore & Ohio, and the Nickel Plate. This stock, the Pitts- 
burg & West Virginia contends, was acquired in violation of 
law and the directors were illegally elected. Other testimony 
offered by the intervener in opposition to the applications also 
was excluded by the examiner, according to the intervener. 

“If the proposed action of applicant is illegal by reason of 
the fact that it is illegally authorized, then, it is submitted, 
this Commission should not issue the certificates of public 
convenience and necessity prayed for by applicant, for certainly 
the public convenience and necessity can never be so great or 
dire as to wink at or approve violations of law,” says the Pitts- 
burgh & West Virginia. 





CHICAGO JUNCTION .DIVISIONS 


The carriers having settled their disputes, the Commission 
has cleared its record by discontinuing No. 15957, carload 
charges of the Chicago Junction Railway Company and the 
Chicago River & Indiana Railroad Company, lessee, instituted 
on June 9, 1924, and No. 15597, in the matter of the divisions 
of interstate rates on inbound less-than-carload traffic inter- 
changed between the Chicago Junction Railway (the Chicago 
River & Indiana Railroad Company, lessee), and its connec- 
tions, instituted by the Commission on February 11, 1924. 

The inquiry instituted on June 4, 1924, was an inquiry into 
the carload charges and was also instituted so as to determine 
whether the charges were in violation of any of the conditions 
contained in the Commission’s order in Finance No. 1165, the 
proceeding in which the Commission permitted the New York 
Central to obtain control of the two terminal roads in the Chi- 
cago district. That order was enlarged on March 9, 1925, so 
as to cover the divisions that should be made. 

In addition to the carriers having reached an agreement 
the Commission has modified its findings in Finance No. 1165 
80 there is no longer any matter in issue. 

Discontinuance of No. 15597 is based wholly upon the 
agreement between the carriers. 


PHOSPHATE TO RUSHVILLE, IND. 

Alleging that division 4, in disposing of No. 17056, the 
Norris Fertilizer Company vs. Louisville & Nashville et al., made 
that disposition on a technicality as to pleading and in the face 
of preponderance of evidence on the question of reasonableness 
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of the rate on acid phosphate from West Nashyille, Tenn., to 
Rushville, Ind., Isaac Born and Ferdinand Born have asked 
for reconsideration and argument. They allege the order made 
by division 4 is unlawful because of the failure of the division 
to give due consideration to material points in the allegations 
of the complaint. They further allege it to be unlawful because 
of the preponderance of evidence by which unreasonableness 
has been fully established in all particulars and in conditions 
inhering in transportation. 

The petition asserts that the division decided that the rate 
was not unreasonable in the past “because of failure in the 
form of complaint, and for the future made no prescription of 
either through rate or factor.” 

“Your complainant-petitioner is disquieted by the deferred 
action of division 4, because of the fact that such delay has 
permitted toll of statute against your complainant-petitioner 
in matter of reparation which could have been prevented by 
remedial complaint and rights, which, it is submitted, have been 
invaded,” say counsel. “It is respectfully and earnestly urged 
that if there be the least question as to the completeness of the 
evidence necessary under the issues, which division 4, for the 
first time in the history of the Commission, raises against your- 
complainant-petitioner, that further hearing be assigned. 

The Commission seemed to think that the complaint was 
not explicit enough in attacking the through rate, a combina- 
tion, the factor of which north of the Ohio was particularly 
attacked. The petitioners believe they made the attack in 
accordance with the rules of the Commission and that the 
Commission should reverse the finding, which, they contend, is 
based upon a technicality that is not sound under the practice 
of the Commission. 


VA.-N. C. RATE CASE 


The Commission has under consideration a request on be- 
half of the North Carolina commission and North Carolina 
interests, presented by Wilbur LaRoe, Jr., for an extension of 
90 days at least in the time for the presentation of testimony 
in No. 16321, State Corporation Commission of Virginia vs. 
Aberdeen & Rockfish et al., to enable the North Carolina inter- 
ests to present further testimony concerning transportation and 
commercial conditions. (See Traffic World, February 9.) Such 
a request was overruled by Attorney-Examiner Howara Hos- 
mer, who held a further hearing in the case in accordance with 
the statement of the Commission in its report in this case, 136 
I. C. C. 173, that further hearing would be granted upon the 
request of any party to the case. 

North Carolina interests, in whose behalf T. D. Geoghegan 
presented a buffer class rate scale, and the Virginia interests 
exhausted the material except that which the North Carolina 
interests had not had an opportunity to complete before this 
hearing was begun with the testimony of W. B. Jester, J. H. 
Peters, J. T. Maddrey, W. R. Wiggins, L. M. Norman, R. C. 
Owen, W. S. Beamon, W. S. Pinder, W. B. Elwang, H. H. McVey, 
C. G. Holland, R. Carter, C. Gilbert, W. H. Vowles, J. J. Harding 
and H. W. Wichard for Virginia; W. G. Womble, C. S. Bauser- 
man and N. B. Correll, for North Carolina. 

The railroad side of the matter, in the interest of uniform- 
ity on the southern class rate scale, was presented by L. V. 
Crane, of the commerce department of the Southern Railway. 


FINANCE APPLICATIONS 


Finance No. 7430. Yazoo & Mississippi Valley Railroad Co. asks 
authority to lease and use the bridge over the Mississippi River at 
Vicksburg, Miss., now_being constructed by the Vicksburg Bridge & 
Terminal Co., and to discontinue the use, after the bridge is put into 
operation, the facilities of the Louisiana & Mississippi River Railroad 
Transfer Co. 

Finance No. 7431. New York Central Railroad Co. asks authority 
to abandon its Hinckley branch in Oneida county, N. Y., extending 
from Prospect Junction to Hinckley, 2.84 miles. 

Finance No. 7432. Leslie Home Telephone Co. and Michigan Bell. 
Telephone Co. ask approval of acquisition of property of former in 
Michigan by latter. 

Finance No. 7433. Mountain States Telephone & Telegraph Co. 
and Dexter Home Telephone Co. ask approval of acquisition by for- 
mer of properties of latter in New Mexico. 

Finance No. 7434. Missouri Pacific Railroad Co. asks authority 
to issue and sell $7,185,000 of equipment trust certificates in connec- 
tion with acquisition of 25 switch locomotives, 1,000 automobile cars, 
1,000 box cars, 500 stock cars, 500 hopper cars, 60 cabooses, and pas- 
senger train and other equipment. 

Finance No. 7435. Chicago Great Western Railroad Co. asks 
authority to issue 42 notes dated November 15, 1928, maturing quar- 
terly from February 15, 1929, to May 15, 1939, aggregating $3,259,216.69, 
payable to the order of the Pullman Car & Manufacturing Co., in pay- 
ment for 200 box cars and 300 automobile cars, and to take up un- 
matured notes for $1,806,811.49. 

Finance No. 7425. Detroit & Mackinac Railway Co. asks authority 
to abandon its Rockport branch, embracing a little over 11 miles of 
main track and less than a mile of side track, extending from the 
east end of the Avery branch to Rockport, in Alpena county, Mich. 
Applicant says branch was built in 1923 and 1924 at a cost of $172,- 
443.60, to serve the limestone plant of the Kelley Island Lime & 
Transport Co., at Rockport, and any other stone development between 
Alpena and Rockport. The president of the Kelley company, ac- 
cording to applicant, at the hearing on the application for authority 
to build the line, testified his company expected to ship up to 300,000 
tons of stone by rail annually ‘and applicant sought authority to 
construct said branch by reason of the promises and assurances 
of said The Kelley Island Lime and Transport Co.” However, since 
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the completion of the branch, says applicant, the Kelley company 
has not shipped a single car of stone by rail but has shipped each 
year between one million and two million tons of limestone by _vessel. 
Freight traffic does not justify operation of the line, according to 


applicant. 
Finance No. 7436. Illinois Central Railroad Co. and the Chicago, 


St. Louis & New Orleans Railroad Co. ask authority to abandon the 
line of railroad extending from Deer to Tiger Tail and from Stevens 
Junction to Mengelwood, Tenn., 16.38 miles. The branch has outlived 
its usefulness, according to applicants. 

Finance No. 7407. Massillon Belt Railway Co. asks authority 
to abandon a portion of its line in Massillon, O., east of South Erie 
street. Applicant said the line had been operated at a loss for many 
years but that for the last few years it had been reimbursed for 
the deficit sustained by a few shippers but that now these shippers 
declined to continue that practice and that one of them had gon 
out of business. ‘ 

Finance No. 7437. Terminal Railroad Association of St. Louis 
asks authority to issue $7,000,000 par value refunding and improve- 
ment mortgage 4% per cent bonds. 

Finance No. 7438. Colorado Railroad Co. asks authority to con- 
struct an extension of its Ingleside branch 4.7 miles long in Larimer 
county, Colo. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 7302, authorizing the North- 
western Pacific Railroad Co. to abandon a line of railroad in Marin 
and Sonoma counties, Calif., extending from Point Reyes in a gen- 
eral northerly direction to Monte Rio, a distance of 36.48 miles, 
approved. 

Report and certificate in F. D. No. 7166, authorizing (1) the Tennga 
Railroad Co. to acquire a line of railroad and to construct an 
extension thereof, in Polk county, Tenn., and Murray and Fannin 
counties, Ga., extending from a connection with the Louisville & 
Nashville Railroad at Conasauga, Polk county, Tenn., easterly through 
Murray county, Ga., to Taylors, Polk county, Tenn., approximately 
9.5 miles; and (2) dismissing request for permission to retain excess 
earnings, approved. 

Report and certificate in F. D. 7266, authorizing the Old Colony 
Railroad Co. and the New York, New Haven & Hartford Railroad 
Co., lessee, to abandon a ferry between Fairhaven and New Bedford, 
in Bristol county, Mass., condition prescribed, approved. 

Report, certificate and order in F. D. No. 7019, (1) authorizing 
extension of operations of the Texas & New Orleans Railroad Co., 
International-Great Northern Railroad Co., St. Louis, Brownsville 
& Mexico Railway Co., Beaumont, Sour Lake & Western Railway 
Co., Gulf, Colorado & Santa Fe Railway Co., Missouri-Kansas-Texas 
Railroad Co. of Texas, and Trinity & Brazos Valley Railway Co., 
and John A. Hulen as its receiver, over track owned by or leased 
to the Harris County-Houston Ship Channel Navigation District in 
and near Houston, Tex.; and (2) dismissing that portion of the ap- 
plication which seeks authority to acquire control under paragraph 
(2) of section 5 of the interstate commerce act, approved. ‘ 

Report and certificate in F. D. No. 7356, authorizing the president 
and managers of the Mill Creek & Mine Hill Navigation & Railroad Co. 
and the Reading Co. lessee, to abandon a branch line of railroad in 


Schuylkill county, Pa., approved. 

Report and order in F. D. No. 7380, authorizing the Minneapolis, 
St. Paul & Sault Ste. Marie Railway Co. to issue pursuant to an 
agreement dated April 1, 1929, not exceeding 164 shares of 4 per cent 
leased line stock certificates in exchange for an equal number of 
shares of outstanding preferred stock of the Wisconsin Central Rail- 


way Co., approved. — : 
Report and order in F. D. No. 7310, (1) authorizing the Chicago, 


Rock Island & Pacific Railway Co. to issue $1,000,000 of general- 
mortgage gold bonds, to be delivered to the corporate trustee under 
the applicant’s first and refunding gold bond mortgage; and (2) to 
procure the authentication and delivery of $1,000,000 of first and 
refunding mortgage gold bonds, all in reimbursement of applicant’s 
treasury for capital expenditures heretofore made, approved. 


SOUTHWESTERN REVISION 

The southwestern lines, by F. A. Leland, their publishing 
agent, have asked for a postponement, for 60 days, of the Com- 
mission’s order dated January 15, requiring them to revise 
groupings around Chicago and points north thereof to and 
including Milwaukee and in Texas. (See Traffic World, Feb- 
ruary 9, p. 327). The revised groupings were ordered to be 
made not later than March 21. Leland said that he did not 
receive the order, dated as before set forth, until February 4 
and that compliance with the order could not be made within 
the time allowed, hence his request for a postponement for 60 
days beyond the time set. The re-grouping order was made in 
Nos. 13535 and 14880. 

The Commission, on petition of che Jefferson & North- 
western and other short lines, in No. 13535, for permission to 
apply, on interstate commerce the differentials allowed by the 
Texas commission on the intrastate commerce, has assigned 
that matter for hearing, March 28, at the Scharbauer Hotel, 
Midland, Tex., before Examiner J. Edgar Smith. 

At the same time and place Examiner Smith is to hear 
testimony on the question whether the line of the T. & P. 
between Big Spring and Midland, Tex., is to be placed in 
differential or common-point territory; a like question about 
the line of the Wichita Valley west of Sagerton and Spur, Tex.; 
whether the rates in appendix 19 (123 I. C. C. 203,479) for 
application between Kansas City and St. Louis on the one hand, 
and El Paso, Tex. on the other, should be revised; and whether 
changes should be made in the group rates in appendixes 17 
and 19, if the suggested transfers are to be made. 

The effective date of supplemental fourth section order No. 
9500, issued in connection with No. 13535, has been postponed 
until] August 9. 

Supplemental fourth section section order No. 9600, also 
issued in connection with No. 13535, has been amended so that 
the relief therein granted shall expire June 9, 1929, instead of 
December 8, 1928, the amendment being as of December 8. 
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OBJECT TO REPEATED TRIALS 


The Traffic World Washington Bureay 


Defendant carriers in No. 21851, McCord Radiator ¢ Many 
facturing Co. vs. Aberdeen & Rockfish et al., by W. B, Prat 
ergast and Robert W. Fyfe, in a motion to dismiss the com. 
plaint, contend that the McCord company is seeking q hearin 
on a complaint that embodies the same allegations disposes 
of by the Commission in another case in which the MeConq 
company was a complainant, and that the carriers should not 
be required again to defend an attack on their respective frejght 
classifications in the circumstances. 

Reference is made to a complaint filed February 26, 1927 
by the McCord company and the Victor Manufacturing ¢ Gasket 
Co., assailing the rating in the three classifications on gaskets 
made of copper and asbestos. The Commission disposed of the 
case in September, 1928, according to the motion, finding the 
ratings not unreasonable or unjustly discriminatory but unduly 
prejudicial, and the undue prejudice was removed in November 
1928. 

The McCord company, the other complainant having witp. 
drawn from the case, then filed a petition for rehearing which 
was denied, according to defendants. The company then askeg 
for reconsideration of its petition for rehearing and that pe 
tition is pending. 

On January 2, 1929, according to defendant carriers, the 
McCord company filed the new complaint referred to hereip. 
before. 

It is contended that complainant has had a full hearing ag 
contemplated by the law and that the Commission should dis. 
miss the complaint. 

“We realize,” say the representatives of the defendants 
“that the present rules of practice do not comprehend a motion 
of this kind; however, we submit as our justification therefor 
the language of section 17 of the interstate commerce act which 
directs that proceedings before the Interstate Commerce (Con. 
mission ‘shall conform, as nearly as may be, to those in use 
in the courts of the United States.’ 

“A plea similar to that of complainant here if lodged in any 
of the courts of the United States by a litigant occupying the 
same position under the same circumstances would not be en- 
tertained and we, therefore, respectfully ask that the said com- 
plaint be dismissed.” 


SUSPENDED TARIFFS 


In I. and S. No. 3237, the Commission has suspended from 
February 10 until September 10 schedules as published in sup 
plement No. 36 to B. T. Jones’ I. C. C. 1926. The suspended 
schedules propose to restrict the application of the present rates 
on straw from East St. Louis, Ill., and stations taking same 
rates to various destinations in Indiana, Ohio and Kentucky, so 
that they will not apply via or in connection with the Alton & 
Eastern R. R. or the Litchfield & Madison Ry., which would 
result in higher fifth class rates on this traffic over the elimi- 
nated routes. The following is illustrative: 


ON STRAW, C. L., FROM EAST ST. LOUIS, ILL., TO 
‘ Pres. Prop. 
Circleville, O. d 33 
Muncie, Ind. if 28.5 
Terre Haute, Ind. 5 23.5 


In I. and S. No. 3238, the Commission has suspended from 
February 11 until September 11 schedules as_ published in 
Supplements Nos. 45 and 46 to F. L. Speiden’s I. C. C. No. 1048. 
The suspended schedules propose to assess a special charge of 
$12.50 per car for the use of iced refrigerator cars furnished 
for the handling of fresh fish and other sea foods, in straight 
or mixed carloads, from certain stations on the Louisville & 
Nashville in Mississippi, Alabama and Louisiana to New Or 
leans, La., and Mobile, Ala., which will be in addition to the 
regular line-haul rates applicable on such traffic. 

In I. and S. No. 3240, the Commission has suspended from 
February 14 until September 14, schedules as published in sup- 
plements Nos. 14 and 15 to Glenn’s I. C. C. No. A647. The sus- 
pended schedules propose to cancel the specific commodity rates 
on lumber and articles taking same rates, carloads, from points 
in Florida on the Seaboard Air Line and certain connecting lines, 
when destined to Port Tampa, Fla., which would leave only 
higher combination rates to apply in lieu thereof. 


PETITIONS FOR REHEARING, ETC. 


No. 21174, Beister Marble Co. et al. vs. Ann Arbor et al. 
and cases grouped therewith. The defendants herein ask for 
consolidation for hearing at one time and upon one record, this 
proceeding and No. 21351 (and Sub. 1 to 4, incl). Koken Com- 
panies vs. Lehigh Valley et al., No. 21560, Empire Marble Uo. 
et al. vs. Railroads, No. 21592, McClymont Marble Co. vs. Mil- 
waukee et al., No. 21728, Chester N. Marthens Marble Co. VS. 
Baltimore & Ohio et al., and No. 21761, Henry Marble Co. et al. 
vs. Baltimore & Ohio et al., and any other complaints which 
present similar issues and may have been filed or may be filed 
in the immediate future. 

No. 20641, Woodsum Coal Co. vs. New Haven et al. Com- 
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jainant asks. for a hearing therein at Boston, before an 
examiner. 


No. 19427, Henry Marble Co. et al. vs. Baltimore & Ohio 


tal. Complainants ask for rehearing in conjunction with No. 
51761 Henry Marble Co. et al. vs. Baltimore & Ohio et al. 
re. 20604, Perrine Armstrong Co. vs. Pennsylvania. 
jainant asks for reopening for reconsideration. 

: No. 18572, Ames Shovel & Tool Co. vs. New Haven et al. 
Defendants ask for reopening and rehearing therein. 

No. 16506 (and Sub. Nos. 1 to 17, incl.), Larabee Flour Mills 
Corporation et al. vs. Santa Fe et al. Complainants herein ask 
the Commission to grant a rehearing and/or reconsideration 
therein concerning the straight overcharges which division 3 
in its opinion of November 2, 1928, reported in 148 I. ©. C. 5, 
held were barred under conference ruling of July 28, 1925. 

No. 17056, Norris Fertilizer Co. vs. Louisville & Nashivlle 
et al. Complainant asks for reconsideration and argument. 

No. 14827, National Association of Upholstered Furniture 
Manufacturers vs. Ann Arbor et al. Morgan’s Louisiana & 
Texas Railroad & Steamship Co. ask for modification of order 
of November 12, 1928, to eliminate therefrom all shipments 
originating at points on lines of this carrier. 

No. 15381, Vera Chemical Company of Canada, Ltd., vs. 
Alabama Central et al. Complainant asks for reopening for 
further hearing. 

No. 17266, National Tinsel Manufacturing Co. vs. Chicago 
& North Western. Complainant asks for reconsideration or 
reargument by the entire Commission on record as made. 


RATINGS ON COCOA 


What the ratings should have been on carload shipments 
of cocoa, in paper-lined burlap bags, from eastern seaboard 
points to Chicago and St. Louis, prior to April 30, 1928, when 
a fifth class rating took effect, is the question presented to the 
Commission in docket 20640 (and Sub. Nos. 1 to 3), E. & A. 
Opler, Inc., against the Pennsylvania and others, testimony in 
which was heard at Chicago before Examiner Disque, February 8. 

The complainants contend for the application of an item 
in the classification on ‘“‘cocoa bean refuse (cocoa dust).” The 
carriers have attempted to collect on the basis of rule 25 and 
third class rates. Charges were paid by the complainants on 
the basis of fifth class rates, but the carriers have filed various 
suits for the alleged undercharges. 

The carriers hold that the basis applicable prior to Feb- 
ruary 8, 1926, was rule 25, and, since that date and prior to the 
effective date of the specific fifth class rating, class C. On 
February 8, 1926, cocoa, in barrels or boxes, was reduced from 
fourth class to fifth class. The carrier witnesses testified that, 
under rule 5 in the classification, they were required to assess 
three classes above the lawful rating applicable to the com- 
modity in barrels or boxes when shipments were made in a 
packing not provided for in the classification. 

Edmond Opler, president of the title complainant company, 
testified that cocoa was the least valuable of the products 
produced incidental to the manufacture of cocoa butter and 
chocolate from the cocoa bean; that it was known in the trade 
by the term “cocoa bean refuse,” among others; and that there 
was no other commodity that could be properly characterized 
“cocoa dust.” The value was given as from 1.5 cents a pound 
to slightly above that. 

A. H. Greenly, of the Official Classification Committee, testi- 
fied that an application for a rating on cocoa in paper-lined 
sacks had been received by his committee in July, 1926, and 
had been approved in November of that year, but had not be- 
= effective until April, 1928, because of fourth section diffi- 
culties. 

According to the testimony of E. W. Fisher, special agent, 
Pennsylvanfa, the item in the classification, “cocoa bean refuse 
(cocoa dust),” was originally published in 1914 as “cocoa dust 
(refuse from cocoa beans),” and was in response to a shipper 
petition for a rating on cocoa bean shells, fiber, hearts and 
sweepings. 


EASTERN LIVE STOCK RATES 


The western carriers, represented by E. B. Boyd, have ap- 
plied for postponement of the effective date in No. 16746, Inde- 
Pendent Slaughterers’ Traffic Association et al. vs. Santa Fe 
et al. and related cases from March 1 to March 10. The post- 
Ponement is desired on account of the inability of some of the 
western lines to establish proportional rates on live stock from 
Points west of the Mississippi River to destinations east of the 
Illinois-Indiana state line before March 10. Those proportional 
rates are to take the place of rates made by the combination 
rule which is to be canceled. The effective date was fixed for 
March 1 at the time when it was thought that the western car- 
riers would be able to displace the combination rule system 
With proportional rates. 


You may either write or wire our Washington office 
for information concerning matters in any department 

the government there, if you are a subscriber to 
THE DAILY: TRAFFIC WORLD. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West oe St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 

% 





LOSS OF OR INJURY TO GOODS 


(Court of Appeals of Kentucky.) Movement of car of ba- 
nanas from railroad yards, where consignee changed ventilation 
without changing written instructions as required by tariff, to 
siding of another company several blocks away, at consignee’s 
direction, held not mere switching movement, but reconsign- 
ment or diversion of shipment, so that railroad company was 
not liable for loss by chilling as result of employe in charge 
of car during transfer again changing ventilation to accord with 
written instructions attached to waybill.—Gus Datillo Fruit Co. 
vs. Louisville & N. R. Co., 11 S. W. Rep. (2d) 953. 

Tariff provision that all protective service to certain fruits 
in transit will be governed by shipper’s instructions on billing 
held not void as attempted limitation of carrier’s liability for 
its negligence, in violation of Cummins amendment to inter- 
state commerce act (49 USCA, sec. 20 (11)).—Ibid. 

Evidence that standard contract of purchase and sale be- 
tween banana importers and buyers requires notice of every 
claim against seller immediately after arrival of shipment; and 
filing of written statement of basis thereof within 24 hours, held 
incompetent, in buyer’s action against railroad company for 
damages to bananas in transit.—Ibid. 

In banana buyer’s action against railroad company for dam- 
ages to shipment in transit by chilling and rough handling, ad- 
mission of evidence of standard contract between banana import- 
ers and buyers in reference to claim for chilling, which was not 
submitted to jury, held not prejudicial error, not being mis- 
leading in consideration of claim for rough handling.—Ibid. 

The true measure of damages for injuries to bananas by 
rough handling in transit is not difference between value thereof 
when received by carrier and their fair market value when 
delivered to consignee, but difference between fair and reason- 
able market value thereof at time and place of delivery in their 
then condition and condition they would have been if not dam- 
aged in transit.—Ibid. 

In action against carrier for damage to fruit in transit by 
rough handling, defect in instruction to award as damages dif- 
ference between value thereof when received by carrier and 
fair market value when delivered to plaintiff was cured by 
instruction to find for plaintiff if fruit was bruised and injured 
while in defendant’s possession, either before or after arrival, 
where jury returned verdict for defendant.—Ibid. 


DELAY IN TRANSPORTATION OR DELIVERY 


(Supreme Court, Appellate Division, First Department.) 
Where initial carrier issued bill of lading to deliver interstate 
shipment at New York, and terminal carrier claimed right under 
tariff permitting routing to Jersey City, to compel acceptance 
of shipment at Jersey City and release from liability beyond 
that point, held, that tariff regulation was invalid under Car- 
mack amendment to interstate commerce act (49 USCA, sec. 
20 (11,.12)), and initial carrier was therefore liable for delay 
occurring after shipment left Jersey City and prior to delivery 
at New York.—Wishnatzki et al. vs. Great Northern Ry. Co., 
232 N. Y. S. Rep. 165. 

Though consignees,-to avoid bar of statute of limitations, 
commenced action against initial carrier for delay in delivering 
interstate shipment at destination before decision of Interstate 
Commerce Commission declaring tariff regulation permitting 
routing and delivery to intermediate point and release from 
liability beyond that point unreasonable and unlawful under 
Carmack amendment to interstate commerce act (49 USCA, 
sec. 20 (11, 12)), they were entitled to rely on such decision.— 
Ibid. 

CARE OF LIVE STOCK 


(Springfield Court of Appeals, Missouri.) Evidence that cattle, 
which should have arrived at destination at 6 p.m. Saturday, ar- 
rived some time Sunday night, and were placed on market on Mon- 
day, as they would have been had there been no delay, precluded 
recovery against carrier on account of decline in market.— 
Crowell vs. St. Louis-San Francisco Ry. Co., 11 S. W. Rep. (2d) 
1055. 

In absence of allegation in statement of cause of action 
against carrier that delay in delivery of cattle at destination 
caused change in their condition, rendering them of less value 
when placed on market, evidence of such fact should have been 
excluded and no damage allowed on that account.—Ibid. 

In action against carrier for damages from délay in inter- 
state shipment of cattle, court was bound to follow decisions 
of federal courts in fixing liability.—Ibid. 

Under the federal rule, burden is on plaintiff, in action 
against carrier for delay in interstate shipment of cattle, to 
show that delay caused damage to plaintiff and resulted from 
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defendant’s negligence; Rev. St. 1919, sec. 9926, providing that 
proof of unreasonable delay makes prima facie case of neg- 
ligence, being inapplicable.—Ibid. 

Cause of delay in shipment of cattle being usually peculiarly 
within carrier’s knowledge, only slight circumstances tending 
to show that it was caused by carrier’s negligence will suffice, 
but there must be some evidence in addition to proof of unusual 
delay to show negligence.—Ibid. 

In action against carrier for damages caused by delay in 
delivery of cattle, report of sales thereof, received by plaintiff 
from commission firm through mail, held hearsay and inad- 
missible; plaintiff having no personal knowledge of its correct- 
ness.—Ibid. 

TELEGRAPHS AND TELEPHONES 


(Supreme Court of Oregon.) Damages for the negligent 
failure of telegraph company in delivering wrong amount of 
money telegraphed between states held, under 49 USCA, sec. 1 
(1) (c), controlled by rule announced by federal courts.—Edd 
vs. Western Union Telegraph Co., 272 Pac. Rep. 895. 

Addressee, who was to be benefited by money which was 
telegraphed between states, could sue in tort for negligent 
failure of telegraph company to deliver total amount at proper 
time.—Ibid. 

If sender of money telegraphed brings action for negligent 
delivery, the action is ex contractu, but, if addressee of money 
commences action, it is ex delicto.—-Ibid. 

Damages in action by addressee of money telegraphed, 
against telegraph company, for its negligent delivery of money, 
must be proximate result of defendant’s wrongful act.—lIbid. 

Plaintiff as sendee of money telegraphed can recover only 
such damages for telegraph company’s failure to deliver the 
total amount at proper time as could reasonably have been 
anticipated by the parties would result from the telegraph com- 
pany’s wrongful act.—Ibid. 

Allegation of complaint in action by addressee suing tele- 
graph company for negligent delivery of money telegraphed, 
that sendee suffered loss of automobile thereby, and was pre- 
vented because of loss of automobile from obtaining job, being 
too uncertain, speculative, and remote to state a cause of action, 
testimony thereof held inadmissible.—Ibid. 

Supreme Court held not justified in reversing and remand- 
ing cause for another trial to low recovery of nominal damages, 
though appellant would be entitled to such damages.—lIbid. 

(Commission of Appeals of Texas, Section B.) Under stipu- 
lation in contract for transmission of interstate telegram limit- 
ing liability for delay of unrepeated message to $500, interest 
was not recoverable as part of damages in addition to the sum 
of $500.—Western Union Telegraph Co. vs. Eckhardt, 11 S. W. 
Rep. (2d) 777. 

Where telegraph company sued for delay in delivery of 
telegram pleaded in haec verba, stipulation limiting its liability 
to $500, allegation that to hold it liable beyond sum of $500 
with interest would violate Const. U. S., art. 1, sec. 8, subd. 3, 
was but a legal conclusion, and did not render inclusion of 
interest in judgment invited error.—lIbid. 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 


REGULATION OF COMMON CARRIERS 


(Supreme Court of Ohio.) Where a common carrier by 
motor vehicle operating over state highways in interstate com- 
merce habitually violates reasonable and lawful rules and regu- 
lations of the Public Utilities Commission of the state, carries 
passengers in intrastate service without a certificate authorizing 
the same, and violates the laws of the state regulating the speed 
of motor vehicles on the state highways, all such violations being 
committed in such manner and to such extent as would justify 
a revocation of the certificate of an operator of motor vehicles 
in intrastate commerce, the certificate theretofore granted to 
such operator by the Public Utilities Commission to operate as 
a common carrier in interstate commerce may be revoked.— 
Detroit-Cincinnati Coach Line, Inc., vs. Public Utilities Com- 
‘mission of Ohio, 164 N. E. Rep. 356. 

(Supreme Court of Montana.) Possession of required cer- 
tificate is prerequisite to operation of motor vehicle for hire 
under Laws 1923, c. 154, and operation without it may be 
enjoined.—Northern Pac. Ry. Co. vs. Bennett, 272 Pac. Rep. 987. 

Railway company showing material loss by illegal operation 
of bus line without certificate required by Laws 1923, c. 154, in 
competition with it, may prosecute injunction proceeding.—Ibid. 

That Railroad Commission failed or neglected to act upon 
application for certificate under Laws 1923, c. 154, for operation 
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of intrastate bus line, did not justify applicant in operating 
without certificate; his remedy being by mandamus to com’ 
action.—Ibid. Pel 

Non-action of Railroad Commission on application for b 
line permit, in absence of further correspondence with applicant 
after notifying him not to operate without permit ang ret 
of fee, held not an arbitrary denial of permit or arbitrary re. 
fusal to act.—lIbid. 

Laws 1923, c. 154, sec. 4, authorizing Railroad Commission 
to issue certificate for operation of bus line or for good cayge 
shown to refuse certificate or to attach terms and conditions 
required by public convenience and necessity, vests power to 
grant or refuse certificate on determination of question whether 
public convenience or necessity requires proposed facilities and 
does not delegate legislative powers in violation of Const., art 
4, by prescribing no standard or basis for refusal of permit — 
Ibid. 

No person has vested right to use public highways fo, 
operation of bus line, and denial of license under Laws 1993 ¢ 
154, takes no property or property right within due process 
provision, Const., art. 3, sec. 27.—Ibid. 

Within Laws 1923, c. 154; sec. 3, providing that nothing in 
that act shall authorize Railroad Commission to restrict opera. 
tion of transportation companies complying with its provisions, 
compliance with the provisions of the act includes the securing 
of the certificate required and non-use of the highways until 
secured.—Ibid. 

(Supreme Court of Utah.) Power of Public Utilities Com. 
mission, under Comp. Laws 1917, sec. 4838, to order repara- 
tion for alleged discriminatory freight charges cannot be 
extended beyond legislative grant—Denver & R. G. R. Co. et al. 
vs. Public Utilities Commission of Utah, 272 Pac. Rep. 939, 

Under Comp. Laws 1917, sec. 4838, limiting power of Public 
Utilities Commission to order reparation for discriminatory 
freight charges to cases where charges were in excess of sched- 
ule rates or tariffs on file with the commission, it was without 
authority to order reparation for alleged discriminatory freight 
charge, which was the regular established and approved rate 
on file with the commission, by reason of fact that a dierent 
rate was in force between different points, which were a further 
distance apart than points from and to which the shipments in 
question were made.—lIbid. 


, 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 


(Municipal Court of City of New York, Borough of Man- 
hattan, First District.) Evidence that shipment of hops were 
damaged by being stowed in hatch so close to engine room of 
steamship as to cause shipment to turn brown and lose ex- 
cessive weight, because of extraordinary temperature, due to 
closeness of engine room, showed negligence, causing damage 
authorizing recovery therefor by plaintiff—Carl Ullman & Co. 
vs. American-Hawaiian S. S. Co., 232 N. Y. S. 196. 


NEGATIVE ORDER LITIGATION 
The Traffic World Washington Bureau 


The Southern Transportation Co. and other vessel compan- 
ies operating coastwise service by means of tugs nd barges 
between Hampton Roads ports and New England ports, com- 
plainants before the Commission in No. 14877, Southern Trans- 
portation Co. et al. vs. Norfolk & Western et al. (see Traffic 
World, September 29, 1928, p. 683), have initiated another move 
in court intended, if possible, to obtain a judicial review of 
negative orders of the Commission which hurt shippers. In 
equity No. 49436, Southern Transportation Co. et al. vs. Inter- 
state Commerce Commission, they have asked the Supreme 
Court of the District of Columbia to find the findings of the 
Commission, in 147 I. C. C. 29, erroneous and contrary to the 
provisions of the interstate commerce act and that the order 
of the Commission dismissing the complaint be declared null 
and void and contrary to the provisions of law. 

The complaining vessel companies further ask that the 
Commission be permanently enjoined from dismissing this com- 
plaint, and that it be directed to make and publish in lieu there- 
of an order awarding reparation to them from the responsible 
railroads, varying in amounts from about $267 to more than 
$8,000; or, in the alternative, that a mandatory injunction be 
entered in this suit directing the Commission to make and pub- 
lish further findings awarding reparation to the petitioners and 
permitting them to file the customary Rule V statements and 
enter thereon a further order awarding interest on the amounts 
set forth in the Rule V statements. 
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February 16, 1929 


Karl Knox Gartner, attorney for the petitioning vessel own- 

admittedly, is trying to find some way whereby there may 
be A judicial review of a finding, against a shipper, which, to 
the shipper, appears to be founded on errors of law. 

In this case before the Commission the ship owners con- 
tended that a wharfage charge of $11 assessed against each of 
the tugs sent by them to take on bunker coal was unreasonable 
and collected without authority in law in that it was not pub- 
lished in accordance with section 6 of the interstate commerce 


a In two decisions, the other than the one cited being in 101 
1 ¢. C. 211, the Commission denied the prayer for refund, al- 
though Attorney-Examiner Disque, in his proposed report, said 
refund of the charges was due the complainants because the 
$11 charge was not published in accordance with section 6. 

In the second report, written by Commissioner Farrell, the 
Commission said it Was apparent that the complainants were 
not injured by the violation of the law through failure to publish 
the charge. It said that the amounts collected from the com- 
plaining vessel owners would not have been changed in any 
way by publication and filing. 

“In other words,” said Mr. Farrell, “proving simply that 
charges for transportation or services rendered in connection 
therewith, not published or filed in accordance with the re- 
quirements of section 6 of the interstate commerce act have 
been collected from a complainant by a common carrier subject 
to the act is not equivalent to proving that the complainant is 
entitled to reparation.” 

Mr. Gartner tells the court that the order dismissing the 
complaint is a negative one not reviewable in a district court 
of the United States, or by mandamus, and that only in a suit 
of this nature in this court and by its injunctive processes can 
the petitioners obtain the enjoyment of their rights and property. 


ALABAMA FERTILIZER CASE 
The Traffic World Washington Bureau 


Arguments will be made in the Supreme Court of the United 
States in the latter part of the month in No. 166, State of Ala- 
bama and Alabama Public Service Commission, appellants, vs. 
United States, Atlantic Coast Line et al., in which Alabama is 
undertaking to prevent the enforcement of the Commission’s 
order prescribing rates within Alabama on {(ertilizer and fertil- 
izer materials issued in Fertilizers and Fertilizer Materials be- 
tween Southern Points, 113 I. C. C. 389. In that report the Com- 
mission found that the rates prescribed by the Alabama Commis- 
sion violated section 13 by causing unjust discrimination against 
interstate commerce. 

It is the broad contention of the Alabama authorities that 
the scope of the order issued by the Federal Commission is too 
broad, and that at the most the record slowed violations of 
section 3 at various points. The state contends, among other 
things, that here, as in Chicago, Milwaukee & St. Paul vs. State 
Utilities Commission of Illinois, 242 U. S. 333, there is some 
relation “between the state and interstate service, but the evi- 
dence does not bring it within the certainty and precision of 
influence that induced the decision in Houston K. & W. T. vs. 
U.S., 234 U. S. 342,” commonly called the Shreveport cage. For 
that reason and others the state claims the orders of the federal 
body should be enjoined and annulled, as prayed. 

The view expressed in the brief for the government and the 
Commission is that the testimony as to the effect of rates at 
particular points is typical of the general effect of the state- 
made rates, and that the action of the Commission was fully 
in line with the action approved by the court in New England 
Divisions 261 U. S. 184, and the Wisconsin Case, 257 U. S. 563. 
In those cases the wide scope of the Commission’s order, strik- 
ing down the divisions that had been agreed upon between the 
carriers and the rates made by Wisconsin, was sustained on the 
theory that the Commission had to and did take typical situa- 
tions and could not have gone into each district rate or division 
a a Condition precedent to dealing with them all. 

Attorneys for the government and the Commission submit- 
ted that the method of action pursued by the Commission in 
this case impliedly met with the court’s approval in the Wis- 
consin case. They further pointed out that the Alabama Com- 
mission had fourteen months in which to remove the unjust 

discrimination and undue prejudice between the time of the 
finding in the Commission’s report of July 19, 1926, and the issu- 
ance of the order of October 3, 1927. They said that when the 
Alabama Commission failed to act it became the duty of the 
Federal Commission to remove the unjust discrimination against 
interstate commerce found by the first report, the one in 1926. 


FLORIDA LOG RATES 


Florida saw log rates, some prescribed by the Commission 
and some by the Florida commission, have become the subject 
of litigation involving both state and federal tribunals, the out- 
come of which probably will be a case to be carried to the Su- 
Preme Court of the United States. After the federal court for 
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the northern district of Georgia, in No. 514, State of Florida 
vs. United States and Interstate Commerce Commission (see 
Traffic World, January 26, p. 224), handed down its decision 
upholding thé Commission’s order in Georgia Public Service 
Commission vs. Atlantic Coast Line, 146 I. C. C. 717, Florida 
officials applied to and obtained an order from a state court 
at Jacksonville, forbidding the Atlantic Coast Line to establish 
rates in southern Florida on the basis laid down by the Com- 
mission in the case before it. 

That injunction was issued because the federal court, in 
upholding the Commission, seemed to circumscribe the area of 
the application of the Commission’s order. The Florida officials 
and the interested shippers claimed that the federal court’s 
decision limited the use of the basis prescribed by the Com- 
mission to northern Florida. The federal court, in substance, 
the Florida interests claimed, held that the order could not 
be upheld, as to southern Florida, because no testimony was 
taken by the Commission as to conditions in southern Florida. 

The Atlantic Coast Line notified the state court that it 
would not observe the terms of its injunction, but would take 
the matter to the federal courts. 

While the court matters were being handled in Florida, the 
Commission issued two orders clarifying its order of August 2, 
1928, on which the shipper complainants had applied to the 
federal court. In the first of its clarifying orders, the Commis- 
sion excepted from the terms of its order ash, gum, hickory, 
oak, pine and cypress logs not over six feet in length. In the 
second of its modifying or clarifying orders, it struck out the 
words “within the state of Florida” and substituted therefor 
“within and throughout the entire state of Florida, without ex- 
ception.” 

By the last mentioned change the Commission cut away 
the ground upon which the federal court of northern Georgia 
rested the language which the Florida officials construed as 
meaning that the court upheld the Commission’s order only 
because it was limited so that it did not apply to that part of 
Florida about which the court said the Commission did not 
have testimony on which to rest an order covering the whole 
of Florida. 


CONTAINER SERVICE CASE 


The Traffic World Washington Bureau 


The Commission, by means of an order in I. and S. No. 3198, 
the suspension part of the container service case, has vacated 
and set aside its order of December 31, 1928, wherein it sus- 
pended Chicago, North Shore & Milwaukee I. C. C. No. 182 
until August 1. It is a container service tariff. The order has 
been set aside because the tariff mentioned proposes merely an 
alternative rate whereby a shipper may send 30,000 pounds 
in a container, between Chicago and Milwaukee, at 10 cents 
per 100 pounds instead of 20,000 pounds at 20 cents per 100 
pounds. 

It was the intention of the Commission, when it instituted 
the suspension proceeding, merely to hold up tariffs proposing 
to establish the container service where it never before had 
been in effect or to extend it to new territory. The North Shore 
tariff does not come within the intended scope of the suspension 
case. The North Shore has had the container service in effect 
for about a year, using wheeled containers to which a tractor 
can be attached at the terminus and the containers hauled to 
and from the establishments of the shippers using the service. 

That the Commission was interested particularly in the 
forwarder phase of the container service inquiry initiated by it 
was made fairly manifest in the course of the examination of 
Walker Bockstahler, vice-president of the Universal Carloading 
& Forwarding Co., the company that furnishes a considerable 
part of the tonnage hauled in the container cars of the New 
York Central and the Lehigh Valley. Mr. Bockstahler testified 
that his company handled about 8,000 cars a month and made 
a profit of $500,000. 

The interest of the Commission in that phase of the subject 
seemed to be disclosed when Examiner Ames asked Mr. Mc- 
Intyre, the Lehigh Valley witness, if that road would not like 
to earn some part of that $500,000 for itself. He asked if the 
Lehigh Valley could not bulk the freight and put it into con- 
tainers and make the profit that goes to the forwarder. Mr. 
McIntyre said that of course the road would like to make more 
money for itself but he did not see how the railroad could do 
what was suggested. 

Clyde Brown, of the New York Central, inquired whether the 
Lehigh Valley could ship the merchandise in a container as the 
owner of the goods or just how it could convert itself into a 
shipper able to take advantage of the lower rates resulting from 
the combining of the shipments of a number of shippers so as 
to get the benefit of either Rule 10, the mixing rule, or the 
container rates. 

Examiner Ames was also interested in ascertaining how the 
forwarder made the rates charged the L. C. L. shippers who 
entrusted their freight to him. 

“Just like everey other freight rate in the country,” said 
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Mr. Bockstahler. “Somebody guessed that such and such a rate 
would be proper and they tried to justify it. I don’t think rates 
are made in relation to cost primarily but to find out how much 
can be obtained for the service.” 

The answer provoked continued laughter among the audi- 
ence of about 200 traffic and rate men who had given close 
attention to the hearing, contrary to the usual rule of attention 
in the first hour or two of a hearing and then hardly any 
attention at all. 

The witness said that in some places the forwarding com- 
pany gave store door delivery and in some the delivery was at 
its warehouse, the variation being due to conditions of competi- 
tion and service. He said the store door delivery rates were 
not the same in all instances any more than the net charges 
by a railroad to its customers was the same on L. C. L. mer- 
chandise traffic. He pointed out that in some cases if a receiver 
of merchandise received 4,000 pounds or more of L. C. L. freight 
inside of 24 hours the stuff was put into a trap car and sent to 
the private siding of the consignee. That was an advantage the 
owner of a sidetrack had over a non-owner, in the matter of 
the total cost of receiving his freight. 

R. W. Zimmerman, a Lehigh Valley accountant, put in fig- 
ures about the container service offered by that company. It 
uses the cars and containers of the company that operates on 
the New York Central and has interchange arrangements with 
the New York Central. He showed an operating ratio of 73.6 on 
the new service. 

Sdmund Funck, assistant general freight agent of the Penn- 
sylvania, presented testimony about the service on that system. 
The Pennsylvania uses cars and devices unlike those on the 
New York Central. Throughout the testimony there were indi- 
cations that those systems had developed friction between them- 
selves on the questions as to whether there were patent infringe- 
ments and as to whether the rival devices constituted safe 
equipment. 

As a climax to his testimony, Mr. Funck announced a basis 
of container rates that created a stir among the traffic men 
who had been listening with a view, in most instances, of find- 
ing out whether their interests would be served by an extension, 
at an early day, of the area of container and container car 
operations. Mr. Funck said the Pennsylvania was considering 
the advisability of publishing container rates between New 
York and Chicago on the basis of third class for 4,000 pounds in 
a container. That was interesting, because, as figured hurriedly, 
that would be equivalent to hauling 5,000 pounds between those 
cities for the same amount of money the New York Central 
charges on 4,000 pounds—the beginning of a little rate war 
between the long time rivals. Mr. Funck, however, made it 
plain that the company was not offering it as anything more 
than something to be debated. 


Answering W. H. Chandler, Mr. Funck said that in accord- 
ance with the agreement between the traffic executives and 
the National Industrial Traffic League, the proposal would 
be docketed for public discussion if the Pennsylvania decided 
to go ahead with it. 

The witness was subjected to the usual line of questions 
intended to bring out the idiosyncrasies in rates that would 
be produced by the new method of transportation and stating 
rates. 

“Of course, there are inherent faults and things which 
shock accepted ideas of rate-making,” said Mr. Funck, “but I 
believe there is merit in the container service and that it should 
be extended.” 


After Elmer Hart, assistant comptroller of the Pennsylvania, 
had put in statistics about the container service on that line, 
which has been in use for only a few months, J. F. Deasy, 
assistant vice-president in charge of operations, gave the service 
the highest praise handed out in connection with it since the 
beginning of the hearing. He estimated that in 1925 the Penn- 
sylvania lost 27,000,000 in revenue on account of the operation 
of motor trucks. The container service, he believes, will be 
the agency by which the railroad will recover some of that 
business and also coordinate rail and motor truck transporta- 
tion. 


“We feel that there is great public need for the container 
service,” said he. “It is in the experimental stage. We believe 
it is the answer to the terminal question, which is a big one 
in every large city. We believe it will coordinate the rail and 
truck service. With the latter we have been experimenting for 
a number of years. The Pennsylvania has been studying this 
matter since 1920, in fact, as far back as 1918, because we saw 
an increase in the capacity of freight cars without a correspond- 
ing increase in the carload. We believe the container will bring 
back freight that has gone to the trucks. We feel that we 
already have had freight we would not have obtained but for the 
container. We are providing a service that is safer and better 
than that given by trucks.” 

In answer to a question by Robert C. Fyfe as to what was 
gained by container services in equipment weighing more than 
box cars, Mr. Deasy said that that was not always the fact. 
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“Don’t alternate box cars against containers,” exe 
Mr. Deasy. “They are not competitors except in a smajj Way.” 

“Is this something like constructive stations or ig it son, 
thing that will not be abandoned soon after shippers haye 

P ar- 
ranged their business so they can use it or has there 
enough experimental work so that you believe it will pe con. 
tinued?” asked Mr. Chandler. 

“I assuredly do believe it will be continued,” gaiq the 
witness. 

Interrogated by Commissioner Porter, Mr. Deasy saiq he 
did not believe in store door delivery, that is, the extension of 
common carrier liability beyond the rails of the carrier, He 
admitted that the service would compete with the agency the 
railroads had created to carry on the express business, 

The Pennsylvania controls the patents issued on the con- 
tainer and container cars used by it. Mr. Deasy said, however 
that they would be turned over to the Keystone Container Cor. 
poration, the stock of which would be offered to all railroads 
but not to the public, so that railroads would obtain the benefit 
of the service if they desired. If none cared to buy, he said, the 
Pennsylvania would continue to hold it. 

The initial hearing was brought to an end February 9. 
Three more hearings, Examiner Ames said, were now contem. 
plated. The first, he said, would be held at Dallas, Tex., March 
18. At that place, he said, the Missouri Pacific would be ex. 
pected to offer justification of the tariffs now under suspension, 
Shippers, he said, would also be heard at that time. 

A hearing was tentatively set for Kansas City March 2 
for the particular hearing of shippers for and against the con. 
tainer service. Another hearing has been tentatively set, in the 
Commission’s inquiry in the general subject, for New York, 
April 4. The western hearings will have to do with the Mis. 
souri Pacific proposal directly and the general subject only 
indirectly, while at New York the Commission inquiry will be 
the primary thing and the Missouri Pacific proposal the sec. 
ondary, if it is taken up at all. 

Elihu Church, New York, a civil engineer, was the last wit- 
ness. He was a voluntary one, claiming to have a plan for 
the solution of the terminal and merchandise freight problems, 
The small container, on casters, that can be rolled into a box 
car, is his solution. He said he had had a number built and 
tried by various carriers. The container, weighing 370 pounds, 
is not protected by patents, but the witness said he expected to 
get his money out of the plan by having the carriers enter into 
exclusive contracts with him to furnish containers and to have 
them taken to and from the warehouses of shippers. His 
thought was that the carrier could charge its regular L. C. L. 
rates and a rental in addition, say, about $4, for a container 
sent to New York from Chicago and there made available for 
use for loading in any direction, in that respect the container 
not being subject to a home-loading rule, such as applies to 
cars owned by railroads. 

The shipper, according to the Church idea, would obtain 
compensation for himself by being relieved of packing require- 
ments and the loss of truck time at stations where L. C. L. 
shipments would have to be unloaded separately, checked and 
billed. He said the packing requirements caused immense ex- 
pense, the cost of a typewriter, for instance, being about $1 
per machine. He said a typewriter manufacturer at Hartford, 
Conn., by the use of trucks from Hartford to New York, saved 
$300 on an equal number of machines on each trip because the 
trucks were fitted with compartments into each of which a 
machine was fitted so that it rode safely. 

The big containers, he said, as now used, constituted a 
subisidy to the forwarders. On shipments from New York to 
Wilkesbarre, Pa., he figured, the container cut the first class 
rate of 66.5 cents so that the railroad obtained net out of it 
19.5 cents, the shipper 6.5 cents, and the forwarder the rest 
less his overhead. 

The witness said there was no guaranty that the forwarder 
treated all shippers alike and that if the container system came 
into use the era of rebates would be restored and the principle 
upon which rates were based would be broken down. 

In closing the hearing, Examiner Ames said that the allega- 
tion of the supporters of the container service that it afforded 
a net revenue greater than the merchandise service in the usual 
form was not supported by testimony. Therefore he told the 
carriers to conduct a cost study for thirty days at least. He 
said the testimony showed somewhat less revenue and some 
what less expense for billing and other things, but that those 
facts did not prove the allegation of a greater net than the 
merchandise service conducted in the customary manner. 


FINAL VALUATION 


Valuation No. 932, Huntingdon & Broad Top Mountain Railroad 
& Coal Co., opinion No. B-712, 149 I. C. C. 273, final value for rate- 
making purposes of property owned and used for common-carrt 
purposes found to be $3,920,700, and of property owned but not used, 
$4,600, as of June 30, 1918. ion 

Valuation No. 1038, East St. Louis Junction Railroad Co., opin = 
No. B-707, 149 I. C. C. 152-70, final value for rate-making pure 
of property owned and used for common-carrier purposes found of 
be $438,600, and of property used but not owned, $1,200,000, as 
June 30, 1919. 
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The Government Barge Line 





Federal Operation on the Mississippi and Warrior Rivers—Theory on Which the Barge Line 
Was Started and Present Day Actualities—Figures Showing Amount of 


War, now renounced by the United States as an instru- 


Business Done and the Financial Results 


By Stanley H. Smith 


ment of national policy under the Coolidge-Kellogg multi- on the inland waterways. 


lateral peace treaty, resulted in the federal government 
entering the business of a common carrier on the inland 


waterways. 

Even before 
President Wilson 
took over the rail- 
roads and other 
transportation 
agencies at the 
close of 1917 as a 
war measure, the 
Council of Na- 
tional Defense had 
begun a study of 
proposals to use 
the inland water- 
ways to relieve 
congestion on the 
railroads in the 
war period and its 
committee on in- 
land waterway 
transportation 
hastened the entry 
of the government 
into the barge busi- 
ness, 

After federal 
control began in 
‘January, 1918, the 
Railroad Adminis- 
tration undertook 
the development of 
barge line trans- 
portation service. 
The second phase 
of this activity be- 
gan at the end of 
federal control 
with its conduct by 
the Secretary of 
War through an 
inland waterways 
division, and the 
third and present 
phase began with 
the creation in 
1924 of the Inland 
Waterways Corpo- 
ration, which oper- 
ates under the 
direction of the 
Secretary of War. 









portation on the waterways and coordin 
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BARGES LOADING AT ST, LOUIS TERMINAL 


Director General of Railroads, for 19 


W. G. McAdoo, the first Director General of Railroads, cost to the Railroad Administration in 
saw in the development of inland waterway transportation operations on the New York canal, in 


th 


gee waterway tran 
the latter thought may be found the germ of justification 


by the government an opportunity to relieve the railroads in period, was $5,854,777.33, and that the 
€ war period—and an opportunity to coordinate rail and 





that is offered now for the government still being in business 


“It has seemed to me evident that by developing trans- 


ating and articulat- 
ing them with a 
unified railway 
system, we_ shall 
bring about a cor- 
rect solution of the 
rail-water contro- 
versy, which has 
been in progress 
for fifty years,” 
said Mr. McAdoo 
in his annual re- 
port for 1918. 
“This is possible 
with the railways 
under federal con- 
trol. I doubt if 
any of our rivers 
or canals will be- 
come active factors 
of transportation 
if the railroads are 
turned back to pri- 
vate control. The 
old methods of 
railway competi- 
tion with the wa- 
terways doubtless 
will be revived and 
the waterway ex- 
periment may not 
be able to survive 
that competition.” 

The Railroad 
Administration 
turned its attention 
to two principal 
operations on the 
inland waterways 
—that on the New 
York barge canal 
and that on the 
Mississippi and 
Warrior Rivers. 
By congressional 
action in 1921 the 
government ceased 
operations on the 
New York canal. 
The annual report 
of James C. Davis, 
24, shows that the 
connection with the 
the federal control 
cost on account of 


the Mississippi-Warrior service, in the same period, was 
sportation on a permanent basis. In $12,193,315.75, of which $9,183,659.77 represented expendi- 
tures for fixed improvements and equipment. 
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| Adna so, freight moves much|f 





A SYNOPSIS OF THE 
STORY OF THE CAR 
RETARDER SYSTEM AND 
OF THE MODERN SPEED 
YARDS OF THE BOSTON 
AND MAINE AT BOSTON 
AND MECHANICVILLE. 


Rail Gateway to New England, Bostcn & Maine Retarder Yard at Mechanicville, N. Y. 


OUD-SPEAKER telephones, teletype machines, 

pneumatic tubes, power-thrown switches, car 
retarders and remote control—all developments 
of today’s ‘machine age’’—are a few of the de- 
vices which have been combined in the epochal 
Car Retarder System that is making new records 
in speeding freight movements on the Boston and 
Maine. This system with all its aids to prompt 
sorting of cars and assembly of trains has been 
built into modern classification yards at the princi- 
pal eastern and western terminals of the Boston 
and Maine,—at Boston and at Mechanicville, N. Y. 


The very core of this system, with which all the 
other devices are co-ordinated to click in clock- 
like precision, is the mechanical car-retarder itself, 
of which George Hannauer, president of the 
The car- 


retarders, a series of brakes set in the tracks, 


Boston and Maine, is co-inventor. 


squeeze in powerful jaws the wheels of each cat 


that comes from the ‘‘hump.”’ The car is slowed 
down to proper speed by one retarder after anothet 
while switches—like the retarders controlled 
from distant towers—direct each car into its 
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proper classification track. Result—new trains all 
made up and ready to go. 


This Hercules of the Boston and Maine freight 
yards, with its attendant devices, has immensely 
speeded classification while virtually eliminating 
car damage. Ridefless freight cars, ‘‘untouched by 
human hands”’ after they are ‘‘cut’’ by the con- 
ductor at the ‘‘hump,”’ today are put through the 
retarder yards and speeded toward their destina- 
tion with a facility and certainty undreamed of 


under former systems. 


Operating on the very edge of the Boston business 
district, the new big $5,000,000 Boston Yard con- 
centrates at one point in-bound and out-bound 
freight movement formerly handled in nine yards. 
It has a capacity of 1,000,coo cars a year, and of 
4 cars a minute in actual switching time. 


Included in its equipment are 3 modern L. C. L. 
houses—with continuous sliding steel doors, fast 
tractor-train freight handling, single dump system 
and broad platforms and approaches; break-bulk 
storage houses, convenient automobile unloading 
platforms and a new fruit and vegetable auction 
terminal, the equal of any in the country. From 
this yard, too, as well as from Lawrence, Mass., 
and six other centralized New England points, is 
operated a fast motor truck service sustained by 
171 trucks. This goes to 189 stations on the Boston 
and Maine system. 


Equally efficient and fast is the new car retarder 
yard at Mechanicville, N. Y. Cars delivered from 
western and southern connections at Mechanicville 
and Rotterdam (respectively the Delaware & 
Hudson and New York Central interchange points) 
are reaching destinations throughout New Eng- 
land hours and days earlier than ever before. 


Fast Through Connectio.. 


TO BOSTON 

- Mechanicville........ 5.30 A.M. 
RIB... evesccesecees SOO PME. 
same day 
7.00 A.M. 
«+. 4.30 P.M. 
same day 
- Mechanicville........ 1.20 P.M. 
» Boston... ...ssccccccee 1.30 A.M. 
oext day 
« Mechanicville........ 6.30 P.M. 
TOD... se eeeeeeees 4.30 A.M. 
next day 

MASS. 
Lv. Mechanicville,....... 4.00 P.M. 


TO SPRINGFIELD, MASS, 
Ly. Mechanicville........ 10.45 A.M. 
Ar. Springfield 


7.00 P.M. 
same day 
TO PORTLAND, MAINE 
Lv. Mechanicville........ 3.15 A.M. 
Ar. Portland. ............ 9.30 P.M. 

same day 

TO LAWRENCE, MASS. 

Lv. Mechanicville*....... 3.30 P.M. 

Ar. Lawrence ........0.+. 4.00 A.M. 

next day 

Ly. Mechanicville........ 11.00 P.M. 

Ar. Lawrence... .....2.+. 2.30 P.M. 

next day 

TO CONCORD, N. H. 

Ly. Mechanicville........ 9.00 A.M. 

Bt. WEI occ css0cess 2.15 A.M. Re. Concord .......cccccces 11.45 P.M. 

next day same day 

*New L. C. L. merchandise train making direct deliveries or quick connections 
to all points east in New England. 


- Mechanicville 
p NED 26 scensoewes 





TO WORCES 











In short, freight now speeds to Boston and Maine 
destinations from one to three days faster. But, the 
Boston and Maine is not content. $43,000,000 has 
been spent in the last three years improving 
‘‘Minute Man Service;”’ yet, during 1929, $16,000,- 


ooo more is being spent to improve it still further. 


These accomplishments of the New Boston and 
Maine are typical of the accomplishments of many 
New England industries. Says the New England 
Council: ‘“There is a new spirit abroad in New 
England.”” It is at once a spirit of co-operation— 


a spirit of progress—a spirit of service. 


“OMAINE 


RAILROAD 
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Under section 201 of the transportation act of 1920, the 
barge line properties were transferred from the Railroad Ad- 
ministration to the Secretary of War who, after the disposal of 
the equipment on the New York barge canal, continued the 
operation of the services on the Mississippi and Warrior rivers, 
as directed by law. Up to the creation of the Inland Waterways 
Corporation in 1924, Congress had appropriated a total of 
$6,384,300 for the War Department’s inland waterway service. 


Creation of Corporation 


With the barge services operated under a division of the 
War Department, it was necessary for appropriations to be 
made each year. There were also difficulties encountered in 
the transaction of the business of the barge line because of 
governmental “red tape.” Out of this condition of affairs grew 
the idea, which was put forth by Major General Thomas Q. 
Ashburn, now chairman of the board of the Inland Waterways 
Corporation, that a federal corporation should be created, the 
capital stock of which should be subscribed for and owned by 
the United States. 

At the time Major General Ashburn supported the proposal 
to have a federal corporation created, he had the rank of colonel 
and was in charge of the inland waterways division of the War 
Department. He was later made a brigadier general and then 
major general by act of Congress, in recognition of his services 
as director of barge line operations. 

Representative Denison, of Illinois, introduced the bill pro- 
viding for creation of the Inland Waterways Corporation with 
capital stock of $5,000,000. The measure was supported by 
Mississippi Valley interests. In its final form the bill was passed 
and became law June 3, 1924. The government has bought 
and paid for the $5,000,000 of stock and the money has been 
put into the Mississippi-Warrior service. 

This legislation came into being to the accompaniment of 
assertions that, in effect, it would afford a “showdown” on the 
question of whether or not barge line operations could be made 
financially successful by private capital. In reporting the bill 
the House committee on interstate and foreign commerce said 
that, after its enactment, the Secretary of War could operate 
the barge lines “in accordance with the same business prin- 
ciples that would be followed by a private transportation com- 
pany” and “it is the opinion of the committee that if they can- 
not then operate it successfully and at a fair profit private 
capital could not do so; that further expenditure of government 
funds for the improvement of our inland waterways would be 
useless and should be stopped.” The committee further as- 
serted that, “if this bill becomes a law, the government can 
and will within the next five years demonstrate not only the 
practicability of water transportation but the great advantage 
and economy to shippers, and the profitable results that will 
reward private capital invested in transportation facilities on 
our rivers.” 

“And when that time comes,” the committee also said, “it 
is the judgment of the committee that the government can 
dispose of its properties to private capital to an advantage, and 
withdraw entirely from such activities.” 

As to the five-year prediction made by the House committee 
in its report on the 1924 act, Representative Denison, of Illinois, 
in the hearings on the 1928 act, said that, when that was written, 
“I had a sort of innocent confidence myself in the cooperation 
of the railroads with the barge line. I thought at that 
time when we created this corporation and put this service 
into a better business situation, it would have the cooperation 
of the railroads in the fixing of these joint rates and a proper 
division thereof, and that, if it did so, it could make this demon- 
stration a reasonable success within in five years. Now, that 
cooperation did not follow.” He added remarks to the effect 
that the only error the committee had made in its five-year 
prediction was with respect to the belief that there would be 
such cooperation as would permit the barge line operations to 
be successful. Spokesmen for the railroads contended, how- 
ever, that the railroads had cooperated with the barge line and 
quoted testimony of General Ashburn to the effect that there 
had been cooperation and that through it “we have been able 
. to extend the benefits of our cheap rates to 42 states.” 


Fifty-Million-Dollar Proposal 


Before the five-year period expired, however, there came a 
demand that Congress appropriate more money for the govern- 
ment barge service. One group of Mississippi Valley shippers 
proposed that the capital stock of the Inland Waterways Cor- 
poration be increased to fifty million dollars. The government 
service, said they, was not able to handle the tonnage offered 
it and shippers were suffering because of that fact. This ap- 
peal did not make a “hit” with the executive department of 
the federal government and the fifty-million-dollarites were not 
so vociferous as they had been. Other proponents of govern- 
ment barge line operations feared that such a proposal would 
be disastrous for continuation of the service if it were seriously 
pushed. Public opinion, they felt, would support a smaller in- 
crease in the capitalization of the Inland Waterways Corpora- 
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tion, but probably would waver if asked to go the 
million dollars. limit of ‘itty 

Though the fifty-million-dollar suggestion was dropped la: 
went forward among the proponents of government bangs tee 
expansioon for enactment of legislation strengthening the - 
tion of the Inland Waterways Corporation financially and Px..; 
wise. In the spring of 1928, Representative Denison, of Illin = 
introduced the barge line expansion bill, which, after revisig : 
became a law May 29 of that year. ™~ 

Mississippi Valley interests came before the congressiona] 
committees handling the Denison expansion bill and urged its 
enactment. Publicity with respect to the proposal that Co 
gress should increase the capitalization of the Inland Waterway, 
Corporation to fifty million dollars had directed attention a 
other sections of the country to the plans of the barge line su 
porters, however, and opposition to the proposed legislaticn 
developed. The Galveston Chamber of Commerce, the Galveston 
Cotton Exchange and Board of Trade and the Texas City Board 
of Trade assailed the bill as economically unsound and averred 
that it would give New Orleans an advantage over Texas Ports 
The Savannah Sugar Refining Corporation and other Savannah 
commercial interests, the National Sugar Refining Corporation 
of New York, the beet sugar industry of Michigan, the Penn- 
sylvania Sugar Company, the United States Beet Sugar Associa. 
tion, and the Baltimore Association of Commerce and the Balti. 
more Chamber of Commerce protested. 


Railroads Raise Questions 


For the first time the railroads, represented by Alfred P 
Thom, general counsel, and Dr. C. S. Duncan, economist, of the 
Association of Railway Executives, participated in a hearing 
relating to the government barge lines. The railroads had not 
appeared at the hearings on the bill providing for the creation 
of the Inland Waterways Corporation. The position of the 
railroads was that they had not offered and were not offering 
opposition to federal expenditures for improvements on the 
inland waterways and that they had not offered and were not 
offering objection “to this experimental demonstration under 
the provisions of the ‘act to create the Inland Waterways 
Corporation,’ as they understand those provisions and their 
purpose.” They did not offer any objection to the carrying out 
of fair test of the practicability and feasibility of transportation 
on inland waterways under the terms: 


a. That it be carried on as a private corporation would have 

to carry on. 
’ b. That its test of success is whether or not private capital 

will invest in it. 

c. That with attendant success, the government will immediately 
dispose of these facilities to private enterprise. 

d. That, lacking this success, it will be deemed 
further government subsidy will cease. 


a failure and 


The rail carriers did desire, however, said their repre- 
sentatives, that a fair trial of the experiment should be made, 
and that the requirements of a fair trial were: 


1. A fair competitive basis is where all the costs are known and 
are given due consideration. 

2. That in so far as there is common carrier service on inland 
waterways in competition with common carrier service by rail, there 
should in all fairness be common provisions for regulation in that 
common carrier service, as to— 

a. Accounting requirements, 

b. Rates schedules published and adhered to, and 

> Full responsibility for adequacy, dependability and economy of 
service. 


The railroads said that before additional appropriations 
were made there should be set up a proper governmental system 
of regulation through the Interstate Commerce Commission; that 
there should be an authoritative ascertainment of the facts with 
respect to the entire cost, and other aspects, of this experi- 
mental transportation service, “with a view to determine whether 
or not, under the operating and other conditions applicable to 
private capital, the enterprise can be made successful.” 


The House committee on interstate and foreign commerce 
did nothing toward making an inquiry such as the railroads 
suggested. Representative Merritt, of Connecticut, a member 
of the committee, filed a minority report in which he said an 
examination of the bill “will show that it is a tremendous 
project, providing as it does for the operation of a barge line 
on the Mississippi River from New Orleans to St. Paul, on 
the Mississippi and Missouri from New Orleans to Sioux City, 
and on the Warrior River to Birmingham, Ala., and on the 
Illinois River to Chicago.” The tendency to use the federal 
power to bring about such results as sought by the proponents 
of the bill, he thought, should be resisted. He expressed the 
opinion that, in ten or fifteen years, the investment of the gov- 
ernment in the enterprise would be so great that it would be 
most unlikely that private capital would take it over. In the 
Senate, Senator Bruce, of Maryland, opposed the extension of 
the government’s barge line activities. Nevertheless, there 
probably never was a bill before Congress that was more cer- 
tain to pass than the Denison barge line expansion bill. The 
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sition Was 42 mere “drop in the bucket” compared with the 


am orable to enactment. 


forces fav 
Provisions of Denison Act 


The Denison barge line act of 1928 increased the capitaliza- 
ion of the Inland Waterways Corporation from $5,000,000 to 
75,000 000, thus paving the way for the government putting 
9,000,000 more into the enterprise. This sum of money is 
being provided in the current War Department appropriation 
pill. Of the total of $10,000,000, $2,500,000 is to be immediately 
available; not more than $1,500,000 is to be withdrawn in the 
fiscal year 1930; not more than $3,000,000 in 1931, and not more 
than $3,000,000 in 1932. ' ish 

The act provides for continuation of the existing services 
of the corporation on the Mississippi and Warrior rivers. When 
the improvement of any tributary or connecting waterway of 
the Mississippi River, not including the Ohio River, shall have 
been completed or advanced to the point where within two years 
thereafter there will have been substantially completed a suffi- 
cient and dependable channel for the safe operation of suitable 
barges and towboats thereon, provision is made for surveys 
looking to the establishment of barge service on such water- 
ways, and if the Secretary of War finds that such operation 
may be carried on successfully, he may extend the barge service 
thereon as soon as the corporation shall have suitable facilities 
available therefor. 

In the Denison act Congress declares it to be its policy ‘‘to 
continue the transportation services of the corporation until (1) 
there shall have been completed in the rivers where the cor- 
poration operates, navigable channels, as authorized by Con- 
gress, adequate for reasonably dependable and regular trans- 
portation service thereon; (2) terminal facilities shall have been 
provided on such rivers reasonably adequate for joint rail and 
water service; (3) there shall have been published and filed 
under the provisions of the interstate commerce act, as amended, 
such joint tariffs with rail carriers as shall make generally 
available the privileges of joint rail and water transportation 
upon terms reasonably fair to both rail and water carriers; 
and (4) private persons, companies, or corporations engage, or 
‘are ready and willing to engage, in common carrier service on 
such rivers.” 

When the conditions specified in the foregoing are found 
by the Secretary of War to exist, he may lease or sell the 
transportation facilities, or any unit thereof, of the corporation 
to private interests. It is provided that the service on the 
Mississippi and its tributaries shall be considered one unit, and 
the service on the Warrior one unit. This provision was in- 
serted in the law so that, for instance, the service from St. 
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Louis to New Orleans, would not be offered for sale apart from 
the entire Mississippi unit. 


The authors of ti.c act intended that it should include 
“drastic” provisions designed to bring about the establishment 
of through routes, joint rates and divisions by the barge lines 
and the railroads. This part of the act is found in paragraph 
(e) of section 3. Summary action is provided for. The provi- 
sions in question have produced results. The railroads finally 
decided, after looking askance at the requirements of the para- 
graph, that they could not afford to carry the matter to the 
courts if there was any chance of them getting something like 
a fair agreement with the Inland Waterways Corporation. Ne- 
gotiations were entered into and a tentative agreement, subject 
to approval by the railroad managements and the Secretary of 
War, was recently reached as to the principles that should 
govern the establishment of through routes, joint rates and 
divisions. 


The Denison act also directs the Secretary of War to make 
an investigation with respect to the inland water route from 
Boston, Mass., to Beaufort, N. C., with a view to determining 
the amount of actual or potential commerce thereon and the 
feasibility and advisability of extending the service of the In- 
land Waterways Corporation to the waterways included in such 
route or any section thereof, and to report thereon to Congress 
as soon as practicable. The inclusion of this provision in the 
law was made at the request of Senator Simmons, of North 
Carolina. 


Barge Line Equipment 


Under the inland waterways corporation act of 1924, and 
supplementary legislation, $3,000,000 was made available for 
the purchase of that amount of stock of the corporation. In 
February, 1927, Congress appropriated $2,000,000 for the pur- 
chase of the remainder of the $5,000,000 of stock, and steps 
were taken that resulted in the establishment of the upper 
Mississippi service between the Twin Cities and St. Louis. In 
addition to the lower Mississippi service and the Warrior serv- 
ice, the Inland Waterways Corporation also owns a railroad— 
the Warrior River Terminal Company—which gives the corpora- 
tion access to Birmingham.from Birmingport, Ala. 

The equipment of the lower Mississippi division consists 
of 11 towboats, 3 self-propelled barges, 79 cargo barges, 2 har- 
bor tugs, and 34 miscellaneous vessels. 

The equipment of the upper Mississippi division consists 
of 3 towboats, 1 self-propelled barge, 59 cargo barges, 2 gas 
tugs and 1 miscellaneous vessel. 

The equipment of the Warrior division consists of 3 tow- 
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boats, 1 self-propelled barge, 50 cargo barges, 3 harbor tugs 
and 9 miscellaneous vessels. 

With the additional money to be made presently available, 
it is proposed to purchase approximately 60 barges. Additional 
towboats also will be purchased. 

In the calendar year 1928 tonnage transported by the Inland 
Waterways Corporation amounted to 1,871,843 tons, of which 
1,435,103 tons were transported by the lower Mississippi divi- 
sion, 317,124 tons by the Warrior division, and 119,616 tons by 
the upper Mississippi division. These figures include estimated 
tonnage for December on the lower Mississippi and Warrior 
divisions. 

Financial Results of Operation 

Methods used by the Inland Waterways Corporation in 
stating the financial results of its operations have been the 
subject of controversy. In making its reports, the corporation 
does not figure interest on the capital invested in the enterprise. 
It includes certain amounts for depreciation. Because the cor- 
poration is conducting an experiment for the purpose of demon- 
strating, if possible, that barge line operations can be made 
commercially profitable, it is contended that the corporation 
should not only set up interest charges, but should make esti- 
mates as to taxes and other charges that would have to be met 
by private capital. Its figures, however, do not include such 
estimates. 

The average annual loss of the government barge services 
up to the reorganization effected in August, 1924, under the act 
of 1924 creating the Inland Waterways Corporation, was $973,- 
305, according to General Ashburn. The first full year’s opera- 
tion by the corporation reduced the loss to $34,519.39, “and 
the second full year saw a substantial profit of $219,511.96.” 
For 1927 there was a deficit in net income for the whole service 
of $39,106.37, a “net income” of $261,436.16 from the lower 
Mississippi service having been wiped out by losses on the other 
divisions. 

Revenues of the corporation in 1928 amounted to $6,952,- 
293.45. Expenses, including depreciation, amounted to $6,576,- 
684.48, leaving net income of $375,608.97, according to an official 
statement of the corporation. The total assets of the corpora- 
tion are stated as approximately $17,000,000. 

With the passage of the Denison act of 1928 and the ap- 
propriation of $10,000,000 for the purchase of the additional 
capital stock of the corporation, the most favorable conditions 
exist for the barge line demonstration to be carried forward. 
General Ashburn recently told a congressional committee that 
the Denison act “wiped out everything that would keep our 
corporation from being a success.” 

Government operation of barge lines on the Mississippi and 
Warrior rivers overshadows any privately owned common car- 
rier operation on the rivers. The American Barge Line Com- 
pany, of Louisville, Ky., a merger of the Inland Waterways 
Company and the W. C. Kelly Barge Line, is operating a service 
on the Ohio and Mississippi rivers. Several large industrial 
concerns operate or are planning to operate barges for their 
own use, particularly on the Ohio and lower Mississippi. 


CONSOLIDATION LEGISLATION 


The Traffic World Washington Burcau 


Chairman Lewis, of the Commission, at a session with the 
Senate interstate commerce committee behind closed doors, 
February 13, told the committee that the Commission, the 
preceding day, had voted five to five on the question of whether 
the Commission favored repeal of the provisions in the inter- 
state commerce act requiring the Commission to prepare a 
plan for the consolidation of the railroads into a limited num- 
ber of systems, according to Chairman Watson. 

The committee was further informed by Chairman Lewis, 
according to Chairman Watson, that the Commission was 
unanimously in favor of going ahead with the preparation of a 
plan if Congress did not repeal the plan requirement in the 
existing law. 

Explanation was not given as to where the eleventh mem- 
ber of the Commission, who was not represented in the five- 
to-five vote, stood on the question of repeal. 

Chairman Lewis and Commissioner Porter, the consolida- 
tion proceedings under the act being on the latter’s docket, 
were invited to discuss with the committee the general ques- 
tion of railroad consolidation and the Fess bill now pending 
before the committee. Commissioner Porter was to go over 
the subject with the committee at another session, Chairman 
Lewis having discussed the question at the session February 13. 

Chairman Watson said the Fess bill was discussed as well 
as the general subject of consolidation. 

Several years ago the Commission recommended to Con- 
gress that it be relieved of the duty of preparing a plan and in 
each succeeding annual report renewed its recommendation 
that the plan requirement be repealed. 

Commissioner Porter and Commissioner Eastman were 
heard in secret by the Senate interstate commerce committee, 
February 14, on railroad consolidation legislation. 

Chairman Watson said the committee expected to vote on 
the Fess bill the following day. 
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No conclusion was reached by the Senate interstate co 

merce committee February 15 on the Fess consolidation “+5 
Chairman Watson, who said the committee would Continue jt 
consideration of the bill, indicated that he was not as optimistic 
as he had been as to a conclusion being reached soon. ¥ 

He said the discussion had centered on a point raigeg b 
Commissioner Eastman with reference to holding companie, 
controlling stocks of railroad companies and whether Provi- 
sion should be made in the bill to meet that situation. This 
subject was touched on in the Commission’s last annua] report 
to Congress, wherein the Commission raised a question as to 
acquisition by individuals or groups of individuals of contro] 
of two or more competing carriers. 

The question as to whether or not the provision in the Fess 
bill relieving the Commission of the duty of preparing q con- 
solidation pian should be eliminated had not been decided, ac. 
cording to Senator Fess. 

R. C. Fulbright, chairman of the legislative committee os 
the National Industrial Traffic League, who was waiting oyt. 
side the committee room, said the League would oppose the 
bill if the provision repealing the plan requirement were taken 
out. The League is opposed to the preparation of a plan. 


DELEGATION OF I. C. C. POWER 


The Trafic World Washington Bureay 


“Serious and just criticism has been made of the Interstate 
Commerce Commission in recent years because of its delay in 
deciding cases and its failure to keep its work upon a current 
basis,” said Representative Summers, of Washington, in direct. 
ing attention of members of the House to his bill, H. R. 16883, 
proposing to amend section 17 of the interstate commerce act 
so as to authorize the Commission to delegate power to in- 
dividual commissioners and employes to expedite its work. 

“This criticism has applied more particularly to the cases 
involving complaints against freight rates,” said Mr. Sum. 
mers. “The Commission has endeavored to meet this situation 
by increasing its force of examiners and devising means for 
expediting their work.” 

Pointing out that these efforts had produced results to a 
certain extent. Mr. Summers said it was believed that the diffi- 
culty the Commission had in keeping abreast of its steadily 
growing work could also be attacked with great advantage in 
another way, and explained the proposal to afford further re- 
lief by means of amendment of section 17 as recommended by 
the Commission in its last annual report. 

“The load upon the commissioners is so heavy,” continued 
he, “in short, that not only is there danger of congestion at 
the top after the staff of the Commission has done all the work 
that can now be delegated to it but the commissioners are 
prevented by this very burden of detailed work from giving 
all the time and attention which they ought to give to the larger 
transportation questions which are of really vital importance to 
the country.” 

Cases involving interpretation of tariffs, misrouting of ship- 
ments, or reparation on a few isolated shipments, said Mr. Sum- 
mers, could be assigned to individual commissioners or boards 
made up of employes, with right of appeal to the Commission 
preserved. 

“The procedure before the Commission is so simple,” said 
he, “and involves so little expense that traffic managers of 
industries bring even very minor controversies with the car- 
riers to it for settlement.” 

Hope was expressed by Mr. Summers that Congress would 
act on his bill at this session. 

The bill (H. R. 16841) introduced by Representative Garber, 
of Oklahoma, would amend section 17 so as to authorize the 
Commission to divide the members thereof into as many di- 
visions, each to consist of one or more members, as it might 
direct, and add a new paragraph to section 19 of the act, pro- 
viding that the Commission “shall, by division of one or more 
commissioners, hold sessions at least once during each year In 
each of not less than four places in each rate group, as such 
groups were constituted on January 1, 1929,” but “not less than 
five commissioners shall be at the city of Washington at all 
times.” The bill was referred to by Mr. Garber as requiring 
establishment of regional commissions, but the “regional” fea- 
ture would be accomplished as indicated in the bill. 





MOTOR BUS LEGISLATION 


The House committee on interstate and foreign commerce 
still had under consideration this week the proposed legislation 
providing for regulation of interstate motor bus carriers. It 
was indicated that there was not much chance of a bill being 
put through at this session, although Chairman Parker had not 
given up hope that he might be able to get a bill through the 
House at this session. 

Representative Rayburn, of Texas, minority leader on the 
House committee on interstate and foreign commerce, said 
there was no chance for enactment of motor bus legislation at 
this ession and that that matter would go over until the reg- 
ular session in December. 
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Freight Rates 


fifty-First of a Series of Fifty-Two Articles on This Subject, Written for The Traffic World by 
G. Lloyd Wilson, Ph.D., Professor of Commerce and Transportation, 


University of 


Transcontinental Rates—Part IV 


Rates from the south Pacific section of Transcontinetal 
Freight Bureau Territory to destinations east of the Rocky 
Mountain states are made in much the same manner as the 
westbound rates discussed in preceding articles, though pub- 
lished in a different series of Transcontinental Freight Bureau 

s.2 
“* south Pacific district is divided into nearly one hun- 
dred and fifty rate groups, to each of which is assigned a scale 
of eastbound class rates, although the variation in many of the 
scales is slight. The most important types of rate groups are 
the California terminals, the important inland cities and junc- 
tion points, and the local intermediate territory points. 


California Rates 


The basic scales of rates are those applicable from the 
south Pacific or California terminals. The basic rates are made 
from the terminals along the Pacific coast and from many other 
inland junction points, interior cities, and other intermediate 
points to the lettered rate groups east of Transcontinental Ter- 
ritory. The eastbound scales are the same as the westbound 
transcontinental rates between the same points. The present 
class rates are shown in Table No. 1. 


Certain points in California are placed on bases higher than 
the terminals. These points, for the most part, are branch 


Table No. 1 


TRANSCONTINENTAL CLASS RATES EAST BOUND FROM 
THE SOUTH PACIFIC OR CALIFORNIA TERMINALS, 
GOVERNED BY THE WESTERN CLASSIFICATION. 

Rates in Cents Per One Hundred Pounds 

Classes 

3 4 5 A 

398 (338 |285 

390 {330 


225 9 
209.5|170.5)183 j151 |11 110 
184.5/197 [151 [117 j11 4 


339.5/284 |239 
1339.5|284 (251 (225 
360 |302 (266 [225 |195 [197 |151 [117 [110 


*Alternatively used between points in these groups. 





line or other interior points from which relatively little trans- 
continental traffic originates. 


Nevada Rates 


Eastbound class rates from points or groups in Nevada 
are made on the basis of the scapes applicable from such im- 
portant groups as Winnemucca or Reno, Nevada, or on scales 
higher than these or the terminal scales. In general, the rela- 
tively important centers have rates lower than the terminal 
scales, while relatively less important branch line or other 
interior points have higlfer rate bases. The eastbound rates 
from the Winnemucca group are shown in Table No. 2. 


Rates from Arizona 


Arizona rates eastbound to the transcontinental groups are 
virtually the same as the westbound basis. Lower rates are 
established from the important intermediate groups than from 
the terminals to the same eastern groups, while rates higher 
than those from the intermediate basing groups are made 
from less important traffic centers. The most important east- 
bound rate basis is that given to Phoenix and other points 
taking the same eastbound scales. These rates are shown in 
Table No. 3. 


New Mexico Class Rates 


Eastbound transcontinental class rates from New Mexico 
are usually on a lower basis than the rates from the California 
terminals or the interior groups in California, Nevada or Ari- 
zona. The less important branch line points have rates higher 
than those applicable from the more important main line groups. 
The rates applicable from Deming, New Mexico, are shown in 
Table No. 4. Special rates are also made from New Mexico 





‘Agent Toll’s No. 3 Series. 





Pennsylvania 


groups to Chicago, St. Louis and Kansas City territories, and 
to certain designated points in Texas on special bases. 


Utah Rates 


Points in the territory between the Utah common points 
and the western border of that state often are made on the 
transcontinental adjustment. The Utah main junction points 
and commercial centers have rates lower than the terminal 
rates and also than some of the important interior group points 
in California, Arizona and Nevada. Branch line rates are higher 


Table No. 2 


TRANSCONTINENTAL CLASS RATES EAST BOUND FROM 
INTERIOR NEVADA GROUPS TAKING SAME BASIS AS 
WINNEMUCCA, NEV., GOVERNED BY THE WESTERN 
CLASSIFICATION. 


Rates in Cents Per One Hundred Pounds 


Classes 
5 A 


To Groups 1 4 B Cc 
A, K or K-1.|510 286.5/239 |249 |196.5|167 
B, L or L-1.}461 267 |223.5)231 j18 151.5]137 


149 |117 





than the intermediate main line junction points and commercial 
centers. 

Lago, Utah, is a typical important basing point. The pres- 
ent eastbound class rates from this group and other groups 
taking the same basis of rates are shown in Table No. 5. 


Commodity Rates 


Eastbound commodity rates from points of origin in Trans- 
continental Territory are made on a great variety of commodi- 
ties in carload or less-than-carload lots, when there are suffi- 
ciently heavy movements to justify commodity rates, or where 
the values of the commodities are relatively low. Usually, the 
highest bases of rates are given to the terminals, except where 
specific fourth section relief has been given by orders of the 
Commission. 

Commodity rates, like the class rates eastbound and com- 
modity rates westbound, are graded downward by groups from 
the maximum rates applicable to the Atlantic seaboard groups. 
There are, however, numerous instances where commodity rates 
are blanketed over a number of groups. In some instances, the 
same rates are made to all groups. Refined acetone, in iron 


Table No. 3 


TRANSCONTINENTAL CLASS RATES EAST BOUND FROM 
INTERIOR ARIZONA POINTS TAKING SAME BASIS AS 
HOENIX, ARIZONA, GOVERNED BY THE WESTERN 
CLASSIFICATION. 


Rates in Cents Per One Hundred Pounds 


eee 
To Groups 1 2 3 4 5 A Cc D 
A, K or K-1.|525 |452 |374 [300 ‘ 167 {155 
L or L-1./480 {414 |344 [281 155 |144 
C-1 or M.|457.5|394.5|329 |272 147 
435 |376.5)/313.5/263 
363 |304.5/257 
326 {275 |237 
300 
345 [300 52 |218 |183 |183 (|144. 
30 256 [157.5157 .5|123 98.5 
291 |244 1148 |150 {115 98 84 


*Alternatively used between points in these groups. 


drums or tank cars, has a blanket rate of $1.50 a hundred 
pounds to all zones. 

In other cases, lower rail-and-water rates are made to the 
piers of Atlantic coast steamship lines than to other points in 
these eastend groups. 

Special or specific commodity rates are made on a number 
of important products of Transcontinental Territory from des- 
ignated points of origin to specific points or groups to the east. 
These rates are constructed on special bases. Typical com- 
modities taking general commodity rates include: Acetone, 
citric acid, nitric acid, aeroplanes, agricultural implements, 
almonds, alunite, crude asbestos, baskets, cocoa butter, felt 
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or cloth boots or shoes, builders’ hardware, canned goods, in- 
cluding canned fruits, vegetables or fish, cereals or cereal 
products, confectionery, fruits, dairy products, garnet rock, 
glycerine, hides or skins, insecticides, iron or steel articles, 
lead, lumber, magnesium, matches, molasses, nuts, oils, packing- 
house products, printed matter, pottery, salt cake, spices, stone, 
terra cotta, tobacco products, vegetables, woodenware, wool, 
and zinc oxide. 

Special commodity rates are made on the following com- 
modities, among many others: Agar-agar, ammonia, dried beans, 
books, canned goods, cement, chocolate and cocoa, cotton and 


cotton linters, cottonseed cake and cottonseed meal, explosives, 
feldspar, animal or poultry feeed, fertilizer, fruits, furniture 
and furniture parts, grain, grain and grain products, crude 
gypsum, hay, hides and skins, honey, iron or steel articles, 


Table No. 4 


TRANSCONTINENTAL CLASS RATES EAST BOUND FROM 
INTERIOR NEW MEXICO GROUPS TAKING SAME BASIS 
AS DEMING, N. M., GOVERNED BY THE WESTERN 
CLASSIFICATION. 


Rates in Cents Per One Hundred Pounds 
Classes 


c D 
{313.5|270 |213 4225 156 [131 
(250.5/198 {205. 144 |120 


1 2 
-]462 1384 
[417 284 

268.5/241.5/191 |196. 137 [114 
263 |241.5|187.5/195 137 |114 
243 |227 |174 |180 t 126 {105 
-5/240 |214.5/173 |178.5)15 124.5/105 
-5/240 |214.5)173 =|178.5)1+¢ 114 |105 


105 9 


5]240 |214.5|173 + |178.5)144 5 
84.5| 81.5 


a 114 
202.5|184.5/148 [148 |112.5] 92 


lead ore, lime, machinery, magnesium, alfalfa meal, molasses, 
nuts, oils, ores, meats, packing-house products, newsprint paper, 
plaster, potash, rice, salt, sand, seeds, smelter products, stone, 
sugar, sulphur, talc, tankage, vegetables, bittern water, wool 
and mohair. 

Combination Rates and Gateways 


Transcontinental class and commodity rates between the 
south Pacific terminal or intermediate groups and points east 
of the Rocky Mountains sometimes are published higher than 
the lowest combination or aggregate of intermediate vates. 
Through rates may not legally exceed the aggregate of inter- 
mediate rates, however, without the express permission of the 
Commission.’ 

The eastbound transcontinental tariff applicable from south 
Pacific terminal and intermediate points provides basing rates 
for use in making combination rates via specified junctions, 
with the proviso that, if the basing rates published in the tariff 
applying from the junction points to destinations designated, 
combined with the rates published in any other section of the 
tariff make lower charges on any shipment than the through 
rates published in any other section of the tariff, as applying 
on like shipments from points of origin to destination points, 
the combination rates so made will apply.® 

Important eastbound junction basing points include: Min- 
neapolis, Minn.; St. Paul, Minn.; Sioux City, Ia.; Sioux Falls, 


‘ 


Table No. 5 


TRANSCONTINENTAL CLASS RATES EAST BOUND FROM 
INTERIOR UTAH GROUPS TAKING SAME BASIS AS LAGO, 
UTAH, GOVERNED BY THE WESTERN CLASSIFICATION. 


Rates in Cents Per One Hundred Pounds 


Classes ee a ent tect 
D 1 2 3 5 A B Cc 
K-1.]502.5/438 3 266 |279 |227 |189 


L-1.|457.5|401 5 250.5|259.5/212 |177 
5 8 243 |250.5/204 /|169. 
249 |201 |164 
236 |191 |159 
227 |180 |147 
210 {168 [137 
335 248 {209 {210 /|168 


5 |285 | 2 115.5 
288 .5/247.5/215.5|182 


13 131 . 
182.5}145.5)119.5/112.5/101.5 


N. D.; Chicago, Ill.; Philadelphia, Pa.; Baton Rouge, La.; 
Natchez, Miss.; Vicksburg, Miss.; Seymour, Ind.; Norwood, 
Minn.; Joliet and East Joliet, Ill; Memphis, Tenn.; Ivorydale, 
O.; St. Bernard, O.; Lake Crystal, Minn.; Wahpeton, N. D.; 
Arion, la.; Lawrenceville, Ill.; Bingham Lake, Minn.; Buffalo, 
N. Y.; Omaha, Neb.; Sheldon, Ill.; La Junta, Colo.; Canton, 
S. D.; Kansas City, Mo.; Marshall, Minn.; Council Bluffs, Ia.; 
Vermillion, Ill.; Denver, Colo.; Cartersville, Ga.; Loveland, 
O.; Paris, Ill.; Manila, Ia.; Carmi, Ill.; Milwaukee, Wis.; Chero- 
kee, Ia.; Pueblo, Colo.; New York Piers, N. Y.; Huron, S. D.; 
Fremont, Neb.; Waskom, Tex.; Thibodaux Junction, La.; Min- 
nesota Transfer, Minn.; Danville, Ill.; Farrington, Ill.; Pacific 
Junction, Ill.; Neola, Ia.; East St. Louis, Ill.; Watertown, 
S. D.; Augusta, Ga.; Trinidad, Colo.; Aberdeen, S. D.; Wolsey, 
S. D.; Menominee, Mich.; Gary, Ind. 


7Interstate Commerce Act, Section 4, Paragraph 1. 
*Transcontinental Freight Bureau, East-Bound Tariff No. 3-Y, 
I. C. C. No. 1209, Section 6. 
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SALE OF U. S. LINES 


The Trafic World Washington Buregy 


Six of the seven members of the Shipping Board having agre 
that the bid of $16,300,000 of P. W. Chapman & Company re 
of New York City, for the United States Lines and the America, 
Merchant Lines should be accepted, the members of the tone 
went before the Senate commerce committee, February 12 pur. 
suant to the agreement that the board would advise the commit. 
tee when it had reached a decision on the bids. 

Chairman O’Connor, of the board, told the committee that if 
the government wished to get out of the shipping business the 
Chapman bid offered an ideal opportunity to do so. He gaiq the 
board was satisfied that the company was financially abje to 
keep the contract it would make with the board. 

Senator Fletcher, of Florida, asked whether the main pur- 
pose of Congress was not to build up an adequate merchant ma- 
rine and whether acceptance of the Chapman bid would be jp 
line with that purpose. Chairman O’Connor said he agreed with 
the senator as to the purpose of Congress and that he felt 
acceptance of the Chapman bid would be in accord with that « 
purpose. 

Commissioner Jefferson Myers, one of the Pacific coast mem. 
bers of the board, disagreed with the other members of the 
board to the extent that he felt the bid of the Admiral Orientgj 
Line, of which R. Stanley Dollar is president, for the five ships of 
the American Merchant Lines, at $505,000 for each vessel, for 
operation between Pacific coast ports and European ports, should 
be accepted. He outlined his views in a letter to Senator Jones, 
chairman of the committee. 

Chairman O’Connor, however, stated that Commissioner 
Myers favored selling the lines to Chapman if he could not have 
his way with respect to sale of the five ships for establishment 
of a line from the Pacific coast. 

Senator Jones developed that the Chapman bid was almost 
identical in amount with the book value of the ships, as fixed 
by the board before bids were asked for the ships. 

Asked if the Chapman company had had any shipping experi- 
ence, Chairman O’Connor, admitting that it had not, said that 
it had the money to buy the brains to do the work and that he 
was confident that it would do so. 

Joseph E. Sheedy, the Chapman company’s agent, Chairman 
O’Connor also pointed out, had a large amount of ocean shipping 
experience. Mr. Sheedy spoke up and said he had been build- 
ing and operating ships for 32 years and that when he was 
with the Fleet Corporation, the United States Lines had been 
operated under his supervision. He also had served as European 
director for the Shipping Board. He was formerly a vice-presi- 
dent of the Fleet Corporation: He said he had interested the 
Chapman company in the proposal to buy the lines. It was the 
intention of the company if its bid were accepted, said he, to 
take over the organization of the United States Lines as it stood 
and to retain the officials and employes who were efficient. 

Senator Copeland, of New York, said what was worrying him 
was how the Chapman company expected to operate the lines 
successfully in view of the losses sustained under government 
operation. Mr. Sheedy said he expected to save half a million 
dollars in overhead expenses and that, with an increase of 10 
per cent in business, the operations would become profitable. 
He said it was expected that a loss would be incurred at the 
beginning of the operations. He emphasized the point that the 
Chapman interests were wholly American and that there was 
no foreign interest whatever involved. 

Senator Jones said he did not see any use of the committee 
going into the other bids that had been received, but W. F. 
Gibbs, one of the other bidders, asked to be heard. The com- 
mittee planned to sit the following day for the purpose of 
hearing Mr. Gibbs. 

Chairman O’Connor explained that the board had taken no 
formal action with respect to acceptance of the Chapman bid 
but had deferred such action pending the outcome of the consul 
tation with the committee. 

Mr. Gibbs, at the hearing before the committee February 13, 
submitted an analysis of the Chapman bid that, he contended, 
showed that, under existing conditions, the operation of the 
ships covered by the bid could not be successful from a financial 
standpoint. 

Privately owned and operated American passenger lines 
could not compete with foreign lines in the north Atlantic, said 
Mr. Gibbs, unless they were put on a parity with their com- 
petitors. He said the Jones-White merchant marine act of 1928 
did not afford aid that would put the American lines on a parity 
and that the only way it could be done would be for the gov- 
ernment to undertake more of the burden than it had. 

Mr. Gibbs caused Chairman O’Connor to rise to his feet 
in a challenging mood when he said the President Roosevelt 
and the President Harding, of the United States Lines, were 
not suitable for operation in the north Atlantic, but could be 
used to advantage in the New York-South American service. 
The chairman indicated he did not approve the statement. 

Question arose as to whether Mr. Gibbs should have an 
opportunity to explain the Gibbs-Winchester bid, Senator Sim- 
mons, of North Carolina, having suggested that that be done. 
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Senator Jones said the only matter before the committee 
as the Chapman matter and the board’s intention of accepting 
. Chapman bid. He did not think the committee would under- 
= to say what bid thé board should accept. 
34 Senator Ransdell, of Louisiana, pointed out that eight offers 
had been received by the board and that if the committee went 
o one, it should go into all. 

«which I think would be improper,” he added. 

Senator Simmons said he agreed the committee should not 
go into all the bids, but that Mr. Gibbs had said that accept- 
ance of the Chapman bid would lead to disaster and that his 
bid would result in success. It was determined that the com- 
mittee would decide at an executive session, scheduled for Feb- 
ruary 14, Whether Mr. Gibbs should be heard on his bid. 


Chairman O’Connor told the committee the board had heard 
Mr. Gibbs’ analysis of the Chapman bid and also his analysis 
of his own bid before it had reached the conclusion that the 
Chapman bid should be accepted. He said Chapman had in- 
formed the board he was prepared to put around $22,000,000 
in the operation of the lines in the first year or so if the bid 
were accepted—$4,000,000 as the down payment, money to meet 
operating losses and the bidder’s share of the cost of two ships 
to be built as specified in the bid. He said even if the Chapman 
plan did not work out, although he believed it would be a suc- 
cess, the board would lose nothing, as if it foreclosed on the 
ships under the mortgages that it would hold, it would get two 
new ships at low cost. 


Ira A. Campbell, counsel for the Gibbs-Winchester group, 
in a letter read by Chairman Jones cautioned the committee 
against the board accepting a bid that would lead to disaster 
because, aS he contended, such an outcome would give the 
American merchant marine in the north Atlantic a serious set- 
back. 

The Senate commerce committee voted February 14 not to 
interfere with the Shipping Board’s conclusion that it should 
sell the United States Lines and the American Merchant Lines 
to the Chapman company. 


Board Votes to Sell 


Following the session of the Senate committee, the Ship- 
ping Board formally voted to sell the United States Lines and 
the American Merchant Lines to the Chapman company. 

The sale was characterized in a statement by the board as 
one of the greatest in all maritime history. The purchaser 
must operate the lines in the routes now covered for ten years 
and agrees to construct, with the aid of the board’s ship loan 
construction fund, two vessels of at least 45,000 tons each, to 
be operated as companion ships to the Leviathan. 


“The Shipping Board has made the most outstanding sale 
in its career to an American citizen in whom it has the utmost 
confidence as to his ability to secure to the American merchant 
marine its position in the north Atlantic trade,” said Chairman 
O'Connor. “We are gratified, moreover, that the Senate com- 
mittee on commerce, which has been in a large way responsi- 
ble for the progress of American shipping during recent years, 
has seen fit to interpose no objection to the sale, after hear- 
ings concerning the merits of the Chapman bid.” 

Chairman O’Connor referred to the testimony of Mr. Gibbs 
before the Senate committee, expressing regret over it, and 
asserting that Mr. Gibbs’ statements had raised ‘no serious 
doubts” in the minds of the commissioners. 


Sale of the vessels involved to the Chapman company takes 
the government out of the ocean passenger business on a large 
scale. The board still has eighteen freight services being op- 
erated by managing agents. Several of these lines have accom- 
modations for a few passengers. 


COOLIDGE ON SHIP SALES 


President Coolidge sees in the attempt made in the Senate 
to interfere with the Shipping Board’s action on bids received 
for the purchase of the United States Lines and the American 
Merchant Lines an excellent illustration of why the govern- 
ment of the United States is not qualified to be in business. 

A government department, the President feels, can not pur- 
sue business if, when it undertakes to do anything, it is investi- 
gated by one of the branches of Congress. 


If business of the Shipping Board is to be transacted, it 
is understood the President holds, it must be transacted by the 
responsible body rather than by investigation of those who 
have no responsibility in the matter. 


In discussing the subject of ship sales, it is understood the 
President pointed out that he had constantly advocated sale 
of the board’s ships under proper terms. He had no information 
= which to express an opinion as to the bids in the present 
—o but he was very much impressed, it was stated, with 

€ fact that some people offered to buy the ships with no sub- 


stantial payment, while others proposed to make a substantial 
payment. 
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OCEAN FREIGHT RATES. 


The Traffic World New York Bureau 


Dullness in the full cargo markets has prevailed throughout 
the week, with only a moderate number of vessels available for 
prompt loading and sufficient demand to take care of this space 
without permitting a recession in rates. In the absence of any 
marked change in existing conditions, both shipowners and 
brokers are looking forward to the opening of navigation on the 
St. Lawrence as a probable means of breaking the current dead- 
lock. Owners are offering their ships for the St. Lawrence season 
at 14c per 100 pounds. It is believed that if shippers made an 
effort to close space they would be able to get lower figures. 

The fact that the charter market is well stabilized is shown 
by the sustained strength in freight rates from the Argentine. 
In previous years a large volume of shipping has been sent to 
Argentina in anticipation of the seasonal traffic, with the result 
that surplus space has broken the rates substantially. This 
year, shipowners have failed to fall into the trap. No surplus 
vessels are pressing on the market either in the north Atlantic, 
Gulf or below the equator, and we find no instances of “distress” 
fixtures. : 

The current quotations on heavy grain from north Atlantic 
ports are as follows: February-March loading, 3s 3d to the 
United Kingdom, 14c to Rotterdam-Antwerp, 15c to Hamburg- 
Bremen, and 18c to the Mediterranean; May-June loading, from 
Montreal, 3s 3d to the United Kingdom, 14c to Rotterdam-Ant- 
werp, 15c to Hamburg-Bremen, and 18%c to the Mediterranean. 

A meeing will be held in New York shortly to consider the 
proposal of having those intercoastal lumber-carrying lines, 
which have no interest in mills and timber holdings of the 
Pacific northwest, enter into a working agreement similar to 
that of the Pacific-Atlantic Lumber Corporation (Palco), for 
further stabilization of the lumber trade. 

It was pointed out that the Palco group, composed of Mc- 
Cormick, Nelson and Sudden & Christenson interests, heavily 
interested financially and physically in the time areas of the 
northwest and also possessing substantial coastwise and inter- 
coastal fleets, has tended to stabilize the trade to some extent. 
A similar organization, taking in, say, the five or six outside 
lines which rely upon lumber to make up operating expenses 
on the eastbound haul, if not a substantial net revenue, would 
give equal protection to the non-producing forces, it is con- 
tended. 


In brief, the proposed lumber setup is to have an agreement 
between the independent lines, whereby ports would be allo- 
cated, lumber shipments spread to meet the market demand and 
to tie in with a sales organization on the Atlantic range that 
would insure proper and profitable disposal of the delivered 
commodity. \ 

The Merchants’ Association has been advised by the consul- 
general of the Republic of Poland in New York that no cer- 
tificates of origin will be required on shipments to that country 
of any of the following commodities: Typewriters and parts, 
calculating machines and parts, printing machines and parts, 
sewing machines and parts, X-ray apparatus and parts, air 
compressors, valves, dyestuffs, graphite electrodes, rubber disks, 
advertising matter, printed matter, books, window shade rollers 
and lard. The consul-general states that certificates of origin 
are required only in the following cases: In order to benefit 
by the treaty reduction on merchandise enumerated in com- 
mercial treaties; in case of duty reduction, granted on the 
strength of permits issued by the Ministry of Finance, and in 
order to establish the origin of merchandise, the importation 
of which is prohibited, according to section 1 of the decree of 
the Council of Ministers of February 10, 1928. It is noted that 
the change announced does not affect shipments of merchandise 
entitled to reduction, on which certificates are still required; 
for instance, on automobiles and most of their parts, automo- 
bile rubber tires, tubes and casings, leather (with the exception 
of a few leather products), movng picture films, fresh apples, 
and fountain pens. 

It is announced at the custom house that all ocean bills of 
lading presented for entrty purposes must be indorsed on behalf 
of the consignees of the importations they cover. Indorsement 
must be either by the principal or a person holding power of 
attorney. Heretofore the customs authorities have not required 
indorsement of bills of lading consigned direct, but only those 
made to order or in the name of a bank. Lately a question 
has arisen as to liability of the collector of customs in releasing 
shipments on faulty documents and the imposing of more strin- 
gent regulation has resulted. Recently notice was issued that 
bills of lading for production of which bond is given at time 
of entry must be produced within thirty days. 

The subject of fixing rates on canned goods and dried fruit 
for the year beginning April 30 has been docketed by the Pa- 
cific Coast-Europe Conference for the general meeting to be 
held at Seattle March 4. 

The 50 per cent supercharge on cargo destined for Punta 
Arenas, Costa Rica, has been canceled so far as passenger ves- 
sels are concerned. The government has assured preferential 
dispatch of passenger vessels at the port. 
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PORT WHARFAGE CHARGES 


The Trafic World Washington Bureau 


Though in agreement with “many deductions” of Examiner 
Trezise in his proposed report in No. 12681, wharfage, handling, 
storage and other accessorial services at south Atlantic and 
Gulf ports, the Alabama State Docks Commission, the Port 
Utilities Commission of Charleston, S. C., the Board of Com- 
missioners of the City of Mobile, Ala., the Turner Terminal 
Company of Mobile and the Charleston Traffic Bureau, in e€x- 
ceptions filed with the Commission, assert that “no relief is 
offered for the admittedly wrong operating situation at south 
Atlantic-Gulf ports, which is causing both railroad and public- 
private terminals to operate at a loss.” 

“The issue can be summed up,” say the southern port in- 
terests, “in the question of whether or not the railroad and 
public-private port terminals should enjoy a remunerative basis 
of terminal charges in place of the existing below cost charges. 
And the answer, as we see it, is that if the principle of remunera- 
tive rail rates is sound, then the principle of remunerative 
terminal charges is equally sound.” 

Value of public-private terminals, it is asserted, greatly 
exceeds value of railroad terminals, figures being submitted to 
show that investment in the former runs ahead of the railroad 
investment by many hundreds of millions of dollars. This is 
pointed out, it is stated, to emphasize the necessity of protect- 
ing that large ownership serving the shippers of the country. 

“So we are face to face with the fact that the commerce 
of this nation is being handled by public-private terminals valued 
at over three-quarters of a billion dollars,” the bill of exceptions 
continues. ‘Not only do the railroad terminals handle a small 
tonnage in comparison with the public-private terminals, but 
the railroad terminals are largely old terminals, mostly of wood, 
constructed 20 to 30 years ago, many obsolete, many rented out 
as private warehouses, many not maintained by dredging for 
large ships; in fact, many are more of an impediment and 
expense to the carriers than an asset to either carriers or com- 
merce.” 

Relief can be granted south Atlantic-Gulf ports independently 
of north Atlantic ports, it is asserted, and relief should not be 
withheld merely because of north Atlantic conditions. 

“If the Commission,” says the brief, “for any reason, does 
not feel inclined to extend the principle of remunerative rail 
rates to remunerative terminal charges, then we ask that the 
Commission speak out so clearly and forcefully as to put the 
states and municipalities and private investors on notice that 
they must construct further port terminals at their own risk.” 

A number of exceptions to the Trezise report are noted 
by the Municipal Docks and Terminals and Commodores Point 
Terminal Company of Jacksonville, Fla., which declare that 
the proposed report as a whole would discourage the proper 
development of rail-water facilities at oGean ports .for the 
handling of the nation’s commerce, particularly foreign com- 
merce. 


The New York Produce Exchange is in agreement with the 
proposed finding that the record does not warrant the pre- 
scription of a tariff rule requiring the accessorial or terminal 
charges to be stated separately from the line-haul rates, but 
it contends the Commission should completely revise the report 
so that it shall contain no findings with respect to the costs 
of the terminal operations at the various ports or comparisons 
of such costs, and shall not contain “improper deductions” and 
errors. 

The Brooklyn Chamber of Commerce is also against sep- 
aration of charges; thinks, on the whole, that the Trezise report 
is an “able document,” but that it contains certain conclusions 
with which it can not agree. 


The American Warehousemen’s Association, whose mem- 
bers have port terminal facilities along the Atlantic and Gulf 
coasts and are involved in investments aggregating several 
hundreds of millions of dollars, asserts that only two proposi- 
tions are insisted upon at this time by it—that the railroads 
having storage facilities at the ports are virtually rebating and 
most certainly are guilty of charging less than remunerative 
rates for such storage in most instances, and that the cost of 
providing and maintaining special facilities for accommodation 
of vessels is being carried by the railroads as a “railway op- 
erating expense” and in the “railway investment” accounts but 
no charges whatsoever are imposed upon the vessels for the 
uses of such facilities or for the services performed for the 
vessels by the railroads. 

“At this time when railroad revenues might well be aug- 
mented to some extent in permissible ways there is presented 
a remarkably clear opportunity and duty to rescue the carriers 
from the folly of their own competitive impulses in respect to 
the matters here being discussed,” say the warehousemen. 

The Bush Terminal Company and the Bush Terminal Rail- 
road Company say that the report fails to comprehend a finding 
that the performance by carriers subject to the act of desig- 
nated accessorial services, all distinct from the line haul rate, 
at less than cost is violative of the interstate commerce act. 


Vol. XLII, No.7 


A similar position is taken by the American Do 
and Pouch Terminal, Inc. = Company 

Philadelphia commercial organizations, in their exce 
object to the proposed finding that *accessorial or 
charges should not. be stated separately from the 
rates. They assert that injustice is done Philadelphia becau 
the rates as now published fail to indicate the great difference 
in cost of the service at the ports beyond the spotting of the 
cars on the piers. e 

The Illinois Central system excepts, among other thin 
to the conclusion that the evils of the shipside rates are be 
fectly apparent in the contentions of the New York interests: 
to the finding that the practice of leasing warehouses or por- 
tions thereof to large shippers for periods of less than a Year 
covering the storage season at charges less than those named 
in the published tariffs while contemporaneously charging the 
tariff rates to other shippers for like service is unduly preju- 
dicial to small shippers and unduly preferential to large ship. 
pers and is in the nature of a rebate to the larger shipper, ang 
to the finding that the practice of leading warehouses for jp. 
adequate rentals is a reflection on the efficiency and economy 
of the railroad management. The Illinois Central says it has 
treated all shippers alike and that it obtains substantial com. 
pensation for its warehouses. 

The Southern Railway system also excepts to the findings 
as to leasing of terminal or warehouse facilities and denies that 
there is preference, prejudice or rebating involved. It insists 
it obtains adequate rentals and that such leases as it has made 
are more than reasonably compensatory. 

The Seaboard Air Line also excepts to the conclusions of 
the report as to inadequate rentals for warehouses. 

In its exceptions to the Trezise report, the Port of New 
York Authority says it finds itself in full accord with the con. 
clusion of the examiner that the rail-water terminal facilities 
at the several ports are not shown to be inadequate and that 
it agrees that the record is insufficient to establish that the 
charges on the traffic under consideration are so low as to 
impose a burden on other traffic. The following concur in the 
Port Authority’s brief—Merchants’ Association of New York, 
the Shippers’ Conference of Greater New York and the cham- 
bers of commerce of Brooklyn, Queensboro, Paterson, Passaic, 
and Elizabeth. 

“We emphatically disagree,” says the Port Authority, “with 
the conclusion that ‘the accessorial or terminal costs prepared 
under a uniform formula as shown on this record at north At- 
lantic ports is sufficient upon which to compare the average 
costs at the north Atlantic ports.’” 

Not only are the conclusions reached by the examiner 
sound on the whole but the Port Authority says his suggestion 
that there should be a central organization at each port to deal 
in an adequate manner with the terminal problem merits care 
ful consideration. 

The Shipping Board excepts to the findings and decision 
proposed by Trezise that the railroads involved should not be 
required to quote to shippers the reasonable cost or charge 
separately from the line-haul rate as in conflict with the evi- 
dence and with Trezise’s own report. 

The New York Dock Company, a wharfinger and ware 
houseman, alleges that the examiner errs in failing to carry 
out the paramount purpose of the proceeding (which purpose 
is to remedy violations of the interstate commerce act and thus 
to assist the fostering of adequate transportation and port 
facilities in accordance with the intent of Congress) by failing 
to find that the practices of the carriers in providing facilities 
for wharfage, dockage, handling, storage, and services in con- 
nection therewith, at rates less than sufficient to sustain said 
facilities, are unlawful, and in failing to recommend that the 
carriers be directed to cease such practices. 
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253 SHIPS FOR SALE 


The Shipping Board will shortly publish an “omnibus” ad- 
vertisement for bids for the purchase of 253 vessels of its 
laid-up fleet. 

Publication of such an advertisement at the beginning of 
the year enables the board, from time to time, to sell one or 
more vessels of its laid-up fleet, and comply with the law re 
quiring that it advertise its ships for sale before disposing of 
them. Similar advertisements have been published heretofore. 

Announcement was made by the board that it had adjusted 
its recommended sales prices of the vessels offered for sale 
to conform with the reduction in value of the ships as shown 
by recent surveys. It stated that the recommended prices 
were approximately 15 per cent lower than those at which the 
vessels had been held. 

“Recent experience,” said the board, “has developed that the 
actual cost of repairing vessels taken out of lay-up has exceede 
the estimates, with the result that the purchase prices have beet 
adjusted.” 2 

The 253 ships now offered for sale are all the vessels 1D 
the laid-up fleet except those required as reserve ships for 
Shipping Board operations. They are largely of the oil-burning 
steel cargo type, suitable, after overhauling and repairs, for 
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service. The so-called “laker” type ships are not included 

n the advertisement. 
Officials said the prices asked for the ships varied from 
to relatively large amounts, and that they depended also 
: whether ships were to be reconditioned and operated or 


scrapped. 


SALE OF GULF LINES 
dications that intersts outside of the Gulf are seeking to 
se some of the Shipping Board’s Gulf lines makes the 
n of preference to local interests in sales of the govern- 
ment lines a vital issue, according to a memorandum from the 
secretary of the local shipping board of Mobile, Ala., brought 
to the attention of the Senate by Senator Black, of Alabama. 

It is pointed out that section 7 of the merchant marine act 
of 1920 provides that, in sales of Shipping Board lines, pref- 
erence shall be given to the companies having the support, 
fnancial and otherwise, of the domestic communities primarily 
interested. 
oa has always seemed logical,” said the secretary of the 
Mobile board, “that the companies operating the lines for the 
board should be given every possible opportunity to purchase 
their lines; they have beer developing the lines and in turn are 
being developed to become owners. Most people feel the board 
has the right to give these operators an absolute preference in 
sales.” 

Ownership of any of the board’s Gulf lines by interests in 
the north Atlantic, for instance, with resultant control of rates 
and traffic, according to the Mobile memorandum, would be most 
disastrous to the Gulf and to the middle west, as well as a 
violation of section 7 of the marine act. 


OCEAN AGREEMENTS APPROVED 


The Shipping Board has approved the following agreements 
filed under section 15 of the shipping act of 1916: 


In 
purcha 
questio 


An agreement between transatlantic carriers in respect to trans- 
portation of passengers from Atlantic and Gulf ports of the United 
States to European ports and to ports of Asia and Africa bordering 
on the Mediterranean. It also includes westbound transportation on 
prepaid tickets sold on the North American Continent; and, subject 
to unanimous vote, transatlantic cruises from or to ports of the 
North American Continent, except Mexico. It establishes a con- 
ference organization to function in two groups comprised respectively 
of carriers (1) in the North Atlantic and Continental European trade 
and (2) in the Mediterranean trade. Any carrier engaged in trans- 
atlantic passenger traffic between ports to which the agreement is 
applicable is eligible to membership. Lines in the North Atlantic- 
Continental group may withdraw upon six weeks’ notice, and lines 
in the Mediterranean group upon thirty days’ notice. Withdrawal 
of a member line will operate to release the other lines from the 
— of the agreement unless they elect to continue the arrange- 
ment. 

Under the agreement member lines retain the right to determine 
and fix their own fares but are not to take any action resulting in 
decreased revenue without thirty days’ prior notice thereof to the 
other members. Disputes, claims and complaints between member 
lines are to be adjusted by arbitration and each participating carrier 
is required to deposit a promissory note as a guarantee of good 
faith and to insure compliance with any award of arbitration. <Ac- 
tion under the agreement in respect to matters of general interest 
will be by unanimous vote of all members and of all interested mem- 
bers in matters not concerning &ll lines. Action violative of any of 
the regulatory provisions of the shipping act is expressly prohibited. 

Munson Steamship Line with Redwood Line, Inc.: Arrangement 
covering through movement of shipments from Pacific Coast ports 
to ports of Mexico. The commodities to which the agreement is 
applicable, the through rates, divisions thereof, ports of destination 
and the conditions to which transportation under the agreement is 
subject are to be as set forth in Pacific Coast-Gulf Eastbound Out- 
port Minimum Rate List No. 1 and supplements to or reissues thereof. 
— of transhipment at New Orleans is to be included in the through 
_ Bull Insular Line, Inc., with Dollar Steamship Line: Through bill- 
ing arrangement covering movement of shipments of general cargo 
from foreign ports of call of the Dollar Steamship Line to San Juan 
and other Porto Rican ports. The through rates, which are to be 
based on direct line rates, are to be divided 3/7ths to Dollar and 4/7ths 
oe Insular, the latter to absorb cost of transhipment at New 


Oceanic & Oriental Navigation Co. with Dimon Steamship Corp.: 
Agreement covering movement of shipments on through bills of lading 
a Atlantic Coast ports to Far East ports and apportioning the 
i rough rates, which are to be based on Far East Conference direct 
the rates, and cost of transhipment at San Francisco equally between 
0 be ecipating lines. Outward state tolls at San Francisco are 
, e borne by the trans-Pacific carrier and inward state tolls by 
the intercoastal line. 


TRAFFIC THROUGH PANAMA CANAL 


_ Shipments of Chilean nitrates through the Panama Canal 
in December, 1928, totaled 315,670 tons, establishing a new high 
monthly record for that commodity, according to the Panama 
Canal Record. The previous high récord was in March, 1927, 
When 276,837 tons passed through. 

In 1928, 2,448,852 long tons of Chilean nitrates passed 
through the canal, or approximately 12 per cent of the total 
cargo tonnage passing through from the Pactific to the Atlantic, 
and in volume of cargo tonnage were exceeded only by mineral 
oils, lumber and wheat. 

Nine hundred and eighty-one tank ships carrying 4,954,422 
tons of cargo, principally crude petroleum and gasoline, tran- 
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sited the canal in 1928. 
these vessels. ; 

Tank ships comprised 15.5 per cent of the total commercial 
transits in 1928; 18.3 per cent of the total Panama Canal net 
tonnage; paid 17.6 per cent of the total tolls collected, and 
carried 16.9 per cent of the total cargo carried in commercial 
vessels. 

Tanker traffic declined heavily as compared with 1927, owing 
to development of producing areas on the Atlantic seaboard. 


Tolls of $4,639,012.34 were paid on 


COMMERCE IN U. S. VESSELS 


American vessles, in the eleven months ended with Novem- 
ber, 1928, carried, by value, 34.3 per cent of the dome§$tic exports, 
and 31.9 per cent of the general imports, of the United States, 
as against 35.4 per cent and 33.3 per cent, respectively, in the 
corresponding period of 1927, according to the monthly sum- 
mary of foreign commerce issued by the Department of Com- 
merce. 

For November, the percentages were 34.5 for exports, as 
against 36.4 for November, 1927, and 29.8 for imports, as against 
31.3 for November, 1927. 


VESSEL SOLD TO EXPORT LINE 


Sale of the Waterbury, a steel cargo ship of 8,727 dead- 
weight tons, to the Export Steamship Corporation for $67,656 
has been approved by the Shipping Board. The purchaser has 
agreed to make specified repairs. The vessel is to be entirely 
reconditioned within six months and will be used as a reserve 
ship for the Export Line fleet. It is equipped with Westing- 
house turbines and Babcock and Wilcox oil-burning boilers. 


BILL OF LADING HEARING 

The Commission, in No. 4844, export bill of lading and do- 
mestic bill of lading and live stock contract, has canceled the 
hearing now set for February 25 at Washington before Exam- 
iner Simons. It has, however, reassigned the case before Ex- 
aminer Simons, in Washington, for further hearing on March 
11, in accordance with’ the Commission’s order of October 11, 
1927. 


HOBOKEN PIER PROPERTY 


The Shipping Board would be authorized under S. 5748, in- 
troduced by Senator Edge, of New Jersey, to lease pier proper- 
ties at Hoboken, now under its jurisdiction, to the mayor and 
council of Hoboken. 


ST. LAWRENCE WATERWAY 


The west, as represented by Senator Walsh, of Montana, 
and the east, as represented by Senator Copeland, of New 
York, clashed in the Senate in debate on the proposed St. Law- 
rence waterway project. 

The Montana senator, an advocate of the project, brought 
up the matter by calling attention to constitutional phases of 
the problem. 

“I have no belief in the world that the Congress of the 
United States is ever going to vote $500,000,000 for the develop- 
ment of a waterway from the Great Lakes to the sea by the 
St. Lawrence; at least, I hope that the Congress will never do 
it,” said Senator Copeland. “The senator and I are not in 
agreement upon that.” 

Senator Walsh replied that “we are not at all in agree- 
ment on that.” He referred to his New York colleague as hav- 
ing a “dog-in-the-manger” attitude. The latter insisted he was 
not considering the matter from that standpoint—that he was 
considering it from the national standpoint. 

Senator Copeland said he did not think the St. Lawrence 
shipway would help the grain producers of the northwest one 
iota. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
January 23-31, inclusive, was 278,213, as compared with 323,125 
cars in the preceding period, while the average daily shortage 
consisted of 23 flat, 11 gondola and 45 refrigerator cars, accord- 
ing to the car service division of the American Railway Asso- 
ciation. The surplus was made up as follows: 


Box, 120,637; ventilated box, 305; auto and furniture, 16,017; total 
box, 136,959; flat, 10,213; gondola, 49,887; hopper, 42,356; total coal, 
92,248; coke, 972; S. D. stock, 21,444; D. D. stock, 3,213; refrigerator, 
11,598; tank, 398; miscellaneous, 1,173. 


Canadian roads reported a surplus of 21,825 cars, made up 
of 20,400 box, 550 flat, 650 S. D. stock, and 225 refrigerator cars. 


NORTHERN PACIFIC LAND GRANTS 
Congress has passed H. J. Resolution 398, extending to 
June 30, 1930, the period of time in which the Secretary of the 
Interior shall withhold his approval of the adjustment of North- 
ern Pacific land grants and continuing the congressional joint 
committee that is investigating the grants. 




































































THE TRAFFIC WORLD 


The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 
(No anonymous letters or communications bearing fictitious signatures will be published.) 


RAILROADS AND TRAFFIC BUREAUS 


Editor, The Traffic World: 

I read with much interest the editorial in your issue of 
December 22 dealing with the above subject. I likewise have 
read with much interest subsequent letters dealing with same, 
particularly the letter of Mr. W. H. Chandler, manager, traffic 
bureau, Merchants’ Association of New York. It was with very 
much regret I read of the position of the Atlantic Coast Line, 
inasmuch as I have always had a very high regard for the tact- 
fulness of its traffic officials, particularly our good friend, Mr. C. 
McD. Davis. The New Orleans Association of Commerce, pri- 
marily a trade bureau, functions by bureaus through a commit- 
tee of management, such a committee being, in fact, similar to 
a board of directors of any organiation, and, to show you that 
the feeling of the Atlantic Coast Line is not shared by our rail- 
roads represented in New Orleans, a large number of whom are 
members of the New Orleans Association of Commerce, I send 
you a copy of the Association of Commerce News Bulletin as 
of Feb. 5, 1929, and ask you to refer to page 5 thereof, from 
which you will see that, included in the committee of manage- 
ment of the traffic and transportation bureau, are the general 
freight agent of the Illinois Central Railroad and the general 
freight agent of the Southern Pacific Lines, who were chosen to 
serve on this committee by the railroads themselves. 

V. Schaffenburg, Traffic Manager, 

New Orleans, La., Feb. 5, 1929. Myles Salt Co., Ltd. 


TRAFFIC SOLICITATION 


Editor The Traffic World: 

I congratulate you on the straightforward, clear-cut, frank 
expression of your views as contained in your editorial under 
the caption, “Traffic Solicitation.” Your reference to the use 
of “booze” is indeed timely, and should have earnest consid- 
eration by all concerned, not so much as a “highly moral” 
factor but as a business proposition. 

Obviously, within the fifteen or twenty years preceding the 
advent of prohibition, soliciting freight agents, as a rule, grad- 
ually eliminated the use of “booze” in their dealings with the 
public, and went to their customers better equipped with val- 
uable information than they did during the twenty years previ- 
ous, or in that period in which the soliciting freight agent gave 
his customer the “glad hand” with something in it. During 
that ancient period the use of “booze” was secondary and of 
little importance in holding a customer. 

Today, as you state, it seems to be looked upon by some 
as a necessary element in solicitation. If so, and when thus 
used, is it not in violation, first, of Section 3 of the Interstate 
Commerce Act—discrimination as between individuals; and, 
second, of Section 15-a—as being not “honest, efficient and 
economical management?” For, in the last analysis, all ship- 
pers pay the expenses of such “temporary bar” festivities, 
whether they participate therein or not. 

I can readily see that it would be quite difficult for the 
soliciting freight agent today to go fully equipped with a com- 
plete knowledge of rates, rules and regulations, even pertaining 
to his own immediate territory, but he can and should go well 
equipped, in my estimation, with knowledge respecting the 
service available by his line. There is very little competition 
in rates now, but there is keen competition in service. There- 
fore, the soliciting freight agent’ who can give his customer 
specific information with respect to service, can, I believe, ac- 
complish much better results, not only for his road but for the 
communities served, than can the solicitor who depends upon 
“booze.” 

I say this, not as a “moralist,” 
criticism of my old associates, but 
“Stop! Look and Listen!” 

Yours very truly, 


or an “expert,” nor in 
in the kindly spirit of 


P. W. Coyle, 
Traffic Commissioner, St. Louis Chamber of Commerce. 

St. Louis, Mo., February 12, 1929. 
Editor The Traffic World: 

Your editorial on traffic solicitation in the February 9 
issue is very interesting and worthy of much study and thought. 

Of course, there are freight solicitors and freight solicitors. 
It is certainly most essential to any solicitor to know “his 
stuff.” A freight solicitor should know his “line,” but does he? 


How many men starting out to solicit freight over q ce 
line have ever traveled a mile on it? Not many. And 
many can tell its mileage, the importance of the towns t 
which it travels, their population, their industries, gig a 
cilities, or how their transfer stations are conducted, what 
kind of roadbed they have or many other things of impo 

to the shipper? They should acquire all the knowledge Dossgi. 
ble before starting out. 

Just imagine a manufacturer starting a salesman op the 
road without first putting him through a course in the plant 
so that he may obtain knowledge of the manufacturing of his 
product in order that he may talk intelligently to his prospects, 
A shipping prospect is just as important to a railroad as a 
buyer is to a manufacturer. Very few, if any, purchasing agents 
will buy a bill of goods because the salesman gave him what 
he calls a good time dining and wining him. 

A short while ago you published an article by President 
Hubbard, of the Connecticut Manufacturers’ Association, reag 
by him at the Bridgeport, Conn., meeting of the New England 
Advisory Board in which he told about the traffic schools being 
conducted in various Connecticut cities and their value to the 
railroads and communities. 

I would like to dwell on these schools in connection with 
your editorial. One of the schools mentioned by Mr. Hubbard 
is at New Haven and in that class are nine railroad men; four 
are off-line solicitors. These young men are attending the 
school for one distinct purpose, and that is to get the slant of 
the industrial traffic game in order to be of more value to their 
company from a railroad solicitor’s standpoint. Herewith is an 
example of how it is done. One of the first lectures given the 
class was for their benefit. They were told: Suppose you 
were sent to solicit business at some place where the concern 
had not as yet seen the advantage of having an expert traffic 
man. You arrive just as the shipping clerk has a difficult prob- 
lem to solve. It may be he was not sure of the most advan- 
tageous way to ship, perhaps not sure of his commodity—did 
not know that if he used a combination rate he could ship 
much cheaper or many other things he did not know. If he 
appealed to you for advice would you be in a position to help 
him? Perhaps not. 

Shortly after, another solicitor came in who was familiar 
with the problems and spent some little time in assisting and 
solving. When his next shipment was ready to go how would 
he route it? By your line or your competitors? Am sure the 
railroads would profit by an educational program along the 
same lines; it would be of great value to their traffic depart- 
ments. All the railroad students ‘in the Connecticut classes are 
very enthusiastic about the educational value to their com 
pany and themselves. We are prone to criticize and not give 
credit when due and this article thus far is evidence of that fact. 

But this is not the feeling of the writer towards the solic- 
itors. There are many among them who have all the required 
qualifications. A short time ago I had the privilege of visiting 
the Stamford, Conn., class and listened to a most instructive 
lecture on “transfers” given by a district freight agent; also, 
a lecture on “carloading and routing” by another freight solic 
itor. Both lectures were of untold value to the class as well 
as to the instructors. Some of the class instructors are rail 
road men. All solicitors are welcomed by the industrial man 
and with the additional information they can acquire by study 
they would be doubly welcome. In other words, the freight 
solicitor must have something besides a card, cigar, and hand 
shake. 

C. G. Phillips, 
Traffic Manager, National Folding Box Company. 
New Haven, Conn., February 13, 1929. 


CHICAGO SHIPPERS’ CONFERENCE 


Difficulties attendant on the recent withdrawal by the Com 
mission of its conference rulings, issues involved in Ex Parte 13, 
rules and regulations governing the payment of freight charges 
(57 I. C. C. 421), reopened and set for hearing at Washington 
March 21, and a number of other matters were the subjects of 
rather more than routine discussion at a well attended meeting 
of the Chicago Shippers’ Conference Association February 13. 

On the report of the executive committee, by J. P. Haynes, 
president of the association, a motion was unanimously a> 
proved instructing the secretary to advise the Illinois legislators 
at Washington of opposition of the association to the Robinson 
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IN A. 


10,000 DOLLS AND AN IRON HORSE 


RACE WITH SANTA CLAUS 


HAT was to be done? Christmas 

was only a few days off. 10,000 
little Louisville girls anxiously awaited 
their promised “babies.” And already 
the supply of dolls had been 
exhausted! 


The circulation manager of a large 
Louisville newspaper which had prom- 
ised these dolls sped to New York 
and by extraordinary efforts secured 
10,000 more. To quote from that 
paper’s article: 


“How to get them to Louisville 
was the next question. Again Mr.... 
tose to the emergency. He laid the 
situation before the Pennsylvania 
Railroad. That great system, ever 
alert to serve the public, realized 
what a deprivation threatened the 
children of Louisville . . .” 


As a result, the dolls, like passen- 
gers, were sped through in two special 
cars attached to the two sections of a 
crack Pennsylvania passenger Flier. 


Unprecedented?... Yes, but 10,000 
little Louisville girls were made happy 
thereby this Christmas. 


Such special services are interesting 
as evidence of the Pennsylvania Rail- 
road’s eagerness to co-operate with 
shippers. Industrial Traffic Managers 
can appreciate the importance of this. 

+ 7 

In the panel at right are listed six 
of the Pennsylvania’s 62 named freight 
trains—the famous “‘Limiteds of the 
Freight Service” whose on time de- 
pendability is emulated by all the 
2,500 to 3,000 daily Pennsylvania 
freight trains. 


Tuese six crack carriers of mer- 
chandise are leaders of the Pennsyl- 
vania’s famous fleet of 62 named freight 
trains—which have set monthly records 
as high as 98% for on time arrivals. 


THE BULL DOG 


Akron to Seaboard Cities 


GUTS 


Buffalo to Seaboard Cities 


THE MERCURY 
Chicago to Seaboard Cities 


THE SALESMAN 
Chicago to Buffalo 


THE MASCOT 
Chicago to Pittsburgh 


THE CINCINNATUS 


Cincinnati to Seaboard Cities 





PENNSYLVANIA RatILROAD 


Carries more passengers, hauls more freight than any other railroad in America 









414 


Pullman surcharge bill (S-668), which provides for repeal of the 
surcharge. The position of the association, as stated by Mr. 
Haynes, was that the bill constitutes an attempt at legislative 
rate making and so is contrary to established transportation 
principles. 

In connection with discussion that developed concerning the 
controversy on the express sub-block rates, involved in docket 
21811, Merchants’ Association of New York and others against 
the American Railway Express Company and others, J. H. Beek, 
executive secretary of the National Industrial Traffic League, 
outlined developments to date. Numerous meetings had been 
held between the parties, he said, but they had not been able 
to get together. As he viewed it, the carriers were anxious to 
reopen the entire express case, bringing in issue the rates 
throughout the entire country. “They want more money,’ 
he said, “particularly in view of the change to be made on 
March 1.” As far as the League was concerned, however, the 
only thing that would be brought in issue was the question of 
the formula prescribed by the Commission and the way in which 
the express company had applied it, according to him. 

The question of the time limit in which shippers must 
settle freight charges which will be presented at the Washington 
hearing in Ex Parte 73, perhaps elicited more interest and dis- 
cussion than any of the other subjects considered. C. E. Hock- 
stedler and Mr. Haynes, of the Chicago Association of Com- 
merce, were empowered, by resolution, to act for the shippers’ 
organization. Mr. Beek and others insisted on the importance 
of the shippers giving their support and supplying witnesses 
who could present, in detail, objections to the present 96-hour 
rule. The opinion was expressed that the present law was 
not being complied with, and could not be, and that the situation 
called for constructive action. That the time limit should be 
extended to a week was the view of at least a large number 
of those who committed themselves. 

Action was also taken with respect to a bill recently intro- 
duced in the Illinois legislature, providing for a reduction from 
three years, as at present, to one year, in the time in which 
a shipper may file a claim, as well as that the shipper must 
establish pecuniary loss to receive damages. It was said that 
the bill had been introduced by a railroad attorney and that no 
public hearings had been held by the committee considering it. 
There was some uncertainty as to the facts on the latter point, 
but, apparently, none on the point that proper provision had 
not been made for the expression of public or shipper senti- 
ment. Objection to the passage of the bill was made, largely, 
on the ground that it would destroy the existing uniformity 
between state and interstate law. A resolution was passed 
directing that a wire be sent the chairman of the committee on 
public utilities requesting an opportunity to be heard. 

Mr. Haynes announced that there would be two guest 
speakers on the subject of the motor trucking industry at the 
next meeting, March 13. 


NO BILL COAL PROBLEM 


Representatives of the National Coal Association have been 
in conference with representatives of the car service division 
of the American Railway Association, at. the request of the 
latter, with reference to no bill coal on mine tracks. The coal 
association was represented by Harry L. Gandy, executive sec- 
retary, and John D. Battle, traffic manager. They discussed 
the matter with M. J. Gormley, chairman, and W. J. McGarry, 
of the car service division. 

The coal representatives were informed that the committee 
on car service, composed of transportation officers of fourteen 
railroads, had under consideration the question of no bill coal 
loads on mine tracks and mine sidings for excessive periods, 
free of demurrage, and had recommended that the car service 
division conduct a survey to determine the number of such no 
bill loads on hand as of a given date, segregated as follows: 
Number of cars held ten days or less; number of cars held twenty 
days and over ten days; number of cars held thirty days and 
over twenty days, and number of cars held over thirty days. 

The car service officials advised the coal representatives 
that unless the coal industry and the railroads could, through 
cooperative action, work out a solution tending to eliminate 
abuses that had crept in under the distribution rules now in 
effect the railroads would be under necessity, by order of the 
Commission, of applying demurrage at mines and mine sidings. 


U. S. AND CANADIAN RATES 


Cc. S. Duncan, economist of the Association of Railway Ex- 
ecutives, and E. F. Bilo, assistant to the manager of the public 
relations section of the car service division of the American Rail- 
way Association, prepared a better report on the question of 
diversion of commerce from United States ports to Canadian 
ports than did the Department of State, the Department of Agri- 
culture and the Interstate Commerce Commission, according to 
a declaration in the Senate by Senator Walsh, of Massachusetts. 

The reference was to “Transportation Charges in the United 
States and Canada,” prepared for the Association of Railway 
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Executives by Mr. Duncan and Mr. Bilo. (See Traffic World, 


Dec. 1, p. 1226.) 
Senator Walsh thought so well of the document that 
asked for and obtained permission to have it printed ag a - 
plement to the Senate document containing the department + 
ports. va 
“The report, in my opinion,” said Senator Walsh, “discus 
more in detail and presents more directly the questions raised 
by my resolution 220 and the other resolutions (relating to y : 
and Canadian rates) than the reports submitted by the heads { 
the departments who made reply to Senate Resolution 2929, : 
“It is a very excellent resume of all the transportatig 
questions which have arisen as a result of the allegations that 
American commerce is being increasingly diverted from Amer 
ican ports.” 
Indicating he felt a little more kindly toward the Shippin 
Board’s separate report in response to his resolution than to the 
joint report of the two departments and the Commission the 
senator said the board’s report was of “a more exhaustive and 
informative character.” 


MONEY FOR COMMISSION, ETC. 


The Traffic World Washington Bureay 


Congress put its final'stamp of approval this week on the 
independent offices appropriation bill carrying appropriations 
for the fiscal year ending June 30, 1930, for the Commission 
the Shipping Board, Board of Mediation and other independent 
agencies of the federal establishment. The Senate and House 
agreed to the conference report on the measure, which was 
then sent to President Coolidge for his signature. 

Under the act, a total of $8,161,289, as originally recom. 
mended by the Bureau of the Budget, is made available for 
the Commission. 

The House had reduced this amount by $52,536 because its 
appropriation committee feared that, without there being legis. 
lation authorizing the Commission to delegate power to indiv- 
idual commissioners or employees, employment of twenty-five 
additional examiners, as provided for in the budget estimate, 
might cause the work of the commissioners to become so heavy 
they could not handle it. The House therefore concluded that 
the appropriation should be reduced so that only thirteen addi- 
tional examiners could be employed. 

Senator Wheeler, of Montana, offered an amendment to the 
bill in the Senate restoring the $52,536 so that the Commission 
could employ twenty-five additional examiners. The Senate 
accepted the amendment as did the conferees, and the decision 
of the latter was finally accepted through adoption of the con- 
ference report. 

The act carries an appropriation of $11,494,000 for the Ship. 
ping Board and Emergency Fleet Corporation. 

An effort made to prevent funds being used by the Shipping 
Board for maintenance of its sea service bureau was not suc 
cessful. 

For the Board of Mediation, a total of $348,270 is made 
available. 


RAILROAD PERFORMANCE 


“The railroads of this country in 1928 moved the freight 
traffic offered them with the greatest promptness and dispatch 
ever attained,” says the Bureau of Railway Economics. 

The daily average movement of freight cars in 1928, accord- 
ing to complete reports for the year filed by the carriers with 
the bureau, was 31.3 miles per day. This was an increase of 
one mile over the daily average for 1927 and an increase of 
nine-tenths of a mile above the daily average for 1926. 

The highest daily average for any one month on record 
was established by the railroads in October, 1928, when al 
average of 36.2 miles was attained. This exceeded by 1.5 miles 
the best previous average, which was in October, 1927. 

“This faster movement of freight is due not only to the 
more prompt handling of both loaded and empty cars by the 
railroads, but also to the more prompt loading and unloading 
of freight cars by shippers,” says the bureau. “This has enabled 
the carriers not only to obtain greater service out of their 
freight car equipment than ever before, but also has enabled 
them to render an increased efficient service to the public by 
the faster movement of crops, manufactured products and other 
articles of freight to market or other destinations.” 

The average load per freight car in 1928, including less 
than-carload lot freight as well as carload freight, was 26.7 tons. 
This was a decrease of five-tenths of one ton under the average 
for 1927 and a decrease of seven-tenths of a ton below the 
average for 1926. 


DEMURRAGE ON PARCELS 
A bill (H. R. 11476) authorizing the Postmaster-General to 
impose demurrage charges on undelivered collect-on-delivery 
parcels has been favorably reported by the House committee 
on post office and post roads. 
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CALIFORNIA 






Cotton Movements 
through 


Ohe 
Port of Houston 


Season 1928 












from August 1, 1928, to January 1, 1929 


1,393,948 Bales 


an increase of 
14% 


over same period of 1927 
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No only is The Port of Houston 
handling more cotton, but 
goods of every description are 
coming in and going out in an 
ever-increasing volume, clearly 
demonstrating the steady growth of ' 
popularity of this port. 















The excellent rail, port, dock, 
storage and handling facilities, 
and the safe berthing of vessels 
all appeal to the shipper of 
ocean going freight. 


UNION PACIFIC 


Every day, from the main gateways to the West— 
Chicago, St. Louis, Kansas City, Omaha—eight 
strictly modern Union Pacific trains depart for 
the land of eternal springtime. 


These trains, purposely planned to meet every re- 
quirement of accommodations, convenience of 
departure and arrival, speed and luxury, compose 
the greatest fleet of trains to California. 
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Whether you choose an extra fare, extra fine, all-Pullman 
train, a non-extra fare all-Pullman train or a non-extra 
fare train on which tourist sleepers are prov ided, you are 
always assured complete satisfaction via Union Pacific. 






Write today for a copy of the 


PORT BOOK 
IT IS FREE 








There are no finer, no faster trains than these 
Barber, bath, valet, maid on both trains; $10 extra fare. 
Los Angeles Limited: 63 hours from Chicago to Southern 
California. Leaves 8:10 p. m. 

San Francisco Overland Limited: Only 63 hours. Leaves 
Chicago 8:10 p. m. 

Death Valley—See its magnificent, mysterious grandeur by 
comfortable rail, motor-bus tours. Interesting; inexpensive. 
Ask for our California and Death Valley booklets and 
complete train information. 


Cc. J. COLLINS, Gen’! Pass’r Agt. 
Union Pacific System, Omaha, Neb. 


| UNION PACIFIC 


THE OVERLAND ROUTE 












Address 


DIRECTOR OF THE PORT 


5th floor, Courthouse 
HOUSTON - - TEXAS 
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COMPETITION FOR S&S. P. 
The Trafic World Washington Bureau 


Attorneys for the Great Northern and the Western Pacific 
announced February 14 that they had filed with the Commission 
an application for permission for the Great Northern to build 
an extension from the end of the Klamath Falls, Ore., exten- 
sion, about ninety miles southward into California, and for 
the Western Pacific to buiid northward about 120 miles from 
Paxton or Keddie, Calif., to meet the southward extension of 
the Great Northern. 

This move on the part of the original Hill line, in which 
Arthur Curtiss James, chairman of the Western Pacific, is a 
large stockholder, was agreed on, they said, at San Francisco 
January 24. If allowed, the two extensions would put the Hill 
line into California in competition with the Southern Pacific, 
a plan the late James J. Hill had twenty years ago. 

The Commission had not made the application public when 
the announcement was made. 


COST OF HANDLING L. C. L. 


(From the Missouri Pacific Lines Magazine) 


The cost of handling L. C. L. 
from 12c to 15c per 100 pounds each at origin and at destination 
or a total of more than 25c per 100 pounds of expense, which 
the railroad assumes for this necessary service at origin and 
destination ends. 

During 1926 (being the latest complete year for which these 
figures are available) it required 25.04 per cent of the total 
equipment of the Class 1 railroads to handle the merchandise 
or so-called L. C. L. freight, which constituted 2.78 per cent of 
the total tonnage handled by the Class 1 steam railroads. It 
also is interesting to note that 28 per cent of the total claims 
paid by the railroads were paid on this L. C. L. traffic. 

The methods used by the railroads for handling this char- 
acter 6f miscellaneous traffic and loading into cars, together 
with the necessity of providing extra set-out merchandise cars 
to specified points and the further necessity of moving it in 
through trains, all in the interest of the shipping public, has 
necessarily resulted in very lightly loaded cars. The heaviest 
merchandise loading on the Missouri Pacific is from St. Louis, 
at which point the loading of merchandise cars for 1927 aver- 
aged 10,017 pounds, thus actually utilizing approximately 12% 
per cent of the weight carrying capacity of a modern 80,000- 
pound capacity car. While absolutely accurate figures as to the 
per car loading of merchandise over the Missouri Pacific Rail- 
road have not been definitely computed, the accounting depart- 
ment estimates that the average for the year 1927 was 6,500 
pounds. 

An element of expense chargeable to a very large extent to 
the handling of L. C. L. merchandise is the investment necessary 
in terminal facilities, such as warehouses and tracks, which in- 
vestment is much out of proportion to the tonnage and revenue 
resulting. The railroads are continuously faced with demands 
for capital expenditures for enlargement of facilities to care 
for this growing L. C. L. merchandise ‘business. In the larger 
cities, such facilities can only be obtained at prices which, in 
many instances, are almost prohibititve, if indeed, facilities are 
obtainable at all. 


NUMBER OF RAILWAY EMPLOYES 


Class I steam railroads the middle of December, 1928, had 
1,621,995 employes, a decrease of 2.31 per cent as compared 
with the number reported for December, 1927, and a decrease 
of 8.56 per cent as compared with the number reported for 
December, 1926, according to statistics compiled from carrier 
reports by the bureau of statistics of the Commission. 


merchandise freight averages 


WORLD Vol. XLII, No 1 
The number of employes at the middle of Decemb 
classes, and the percentage of decrease in each class z pin 
pared with December, 1927, was as follows: Executives = 
cials and staff assistants, 16,869, sixty-seven hundredths of pes 
per cent; professional, clerical and general, 268,949, 9.99 oa 
cent; maintenance of way and structures, 350,531, 2.13 a 
cent; maintenance of equipment and stores, 456,353, 3.87 ans 
cent; transportation (other than train, engine and yards) 194 aug 
2.38 per cent; transportation (yardmasters, switch tenders ‘and 
hostlers), 21,833, 3.98 per cent, and transportation (train a 
engine service), 312,511, six-hundredths of one per cent. ” 


TRAFFIC MEN RECEIVE DEGREES 


The College of Advanced Traffic held its fifth annual banquet 
and graduation exercises at the Palmer House, Chicago Feb- 
ruary 9. Fifty-one graduates received their Master of Traffic 
and Transportation Law degrees. Practically all of these men 
occupy positions such as traffic managers, assistant traffic map. 
agers, rate clerks, etc. Professor Lewis C. Sorrell, of the 
University of Chicago, was the principal speaker, following an 
address by George A. Rautenberg, president of the college 
Approximately three hundred men attended the exercises, among 
whom were: Murray Billings, traffic manager, Illinois Steg} 
Company; J. H. Howard, assistant vice-president, Milwaukee 
road; T. E. Bond, traffic manager, E. J. & E. Ry. Co.; ¢. 4 
Goodsell, educational director, C. N. S. & M. R. R,, and §. A 
Poyer, traffic manager, Chicago Bridge and _ Iron Company. 
C. M. Starks, vice-president of the college, acted as toastmaster 
and there was a progtam of professional entertainment. 


FEDERAL AID HIGHWAYS 


A total of 9,753 miles of federal-aid highways were improved 
in 1928, by the forty-eight state highway departments and that 
of Hawaii, in cooperation with the Bureau of Public Roads of 
the Department of Agriculture. Of that total, according to 
figures compiled by the bureau, 7,625 miles had not previously 
been improved with federal aid, while 2,128 miles which had 
already been so improved were brought to higher stages of con- 
struction. These figures bring the total mileage improved with 
federal aid, as of December 31, to 76,075 miles. In the federal- 
aid system as a total of 188,017 miles. 

At the end of December, 9,216 miles of federal-aid roads 
were under construction and 1,597 miles were approved for 
construction. 


INTERCHANGE TRACK NOT NEEDED 


Finding that the establishment of a freight car interchange 
track at Faulkton, S. D., between the intersecting tracks of 
the Chicago & North Western and the Chicago, Milwaukee St. 
Paul & Pacific at Faulkton was not necessary in the public 
interest, William P. Bartel, director of the Commission’s bureau 
of service, has recommended the dismissal of No. 20836, Com- 
mercial Club of Faulkton, S. D., vs. Chicago, Milwaukee, St. 
Paul & Pacific et al. The objects of the complaint, Bartel 
said, were the opening of substantially shorter routes and a 
reduction in transportation costs, although reduced time in 
transit, particularly on livestock, was also a consideration. 
Bartel said that while the building of an interchange track 
would cause a reduction of transportation costs in some in- 
stances and divert some traffic to the North Western from the 
Milwaukee, there was no indication that any new traffic would 
be created. 


NEFF NOMINATION APPROVED 
The Senate interstate commerce committee has ordered a 
favorable report on the nomination of Pat M. Neff for member- 
ship on the Board of Mediation. It was understood the vote 
was 8 to 6. 


Docket of the Commission 


NOTE—lItems in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


February 18—Washington, D. C.—Examiner Molster: 

* Finance No. 7243—Application of Chicago & Western Indiana Ry. 
and Belt Ry. of Chicago for authority to acquire control by lease 
¢ _— properties of the Burlington South Chicago Terminal 


February 18—Washington, D. C.—Examiners Marchand and Walsh: 
Valuation No. 1072—In re tentative valuation of the C. M. & St. P. 


Ry. 
Valuation No. 760—In re Seattle, Port Angeles & Western Ry. 
Valuation No. 768—In re Bellingham & Northern Ry. 
Valuation No. 771—In re Gallatin Valley Ry. 
Valuation No. 794—In re Puget Sound & Willapa Harber Ry. 
Valuation No. 797—In re Milwaukee Terminal Ry. 
Valuation No. 798—In re Tacoma Eastern R. R. | 


February 18—Argument at Washington, D. C.: 
19807—Alabama Packing Co. et al. vs. A. & V. Ry. et al. 
20578—Globe Superior Corp. vs. Sou. Ry. 


February 18—New Orleans, La.—Examiner Hill: 
19942—-New Orleans Joint Traffic Bureau et al. vs. A. & L. M. Ry.. 


et al. 
ee Charles Rice Milling Co. of La., Inc., vs. A. T. & S. F. 
y. et al. 

February 18—Washington, D. C.—Examiner Sullivan: a 
21517—-Middle Creek R. R. Co. vs. B. & O. R. R. et al. (adjourne 

hearing). 

February 18—Ft. Worth, Tex.—Examiners Money and Esch: 
17000—Part 8, Cottonseed, Its Products and Related Articles. Ww 
1. & S. 2759—Cottonseed and related vegetable products from S. W. 

Territory to Central, Eastern and Southern Territories. 4 
1. & S. 2820—Vegetable oils and related articles in Official Class!- 


: fication Territory 
1. & S. 2884—Vegetable oils and oil foots from Texas to Ft. Wayne. 
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Ind., and Buffalo, N. Y. 
1. & $. Vegetable oils in Official Classification Territory. 
1. & S. 2995—Vegetable oils and related articles in Official Classifica- 


tion Territory. 

I. & S. 3036-Cottonseed hull fibre or shavings from Southwestern 
points to Miss. and Ohio River Gateways and W. T. L. Territory. 

1. & S. 3067—Cottonseed and other vegetable oils from the southwest 
to interstate ints. ° 

.& &. ottonseed and vegetable oils from Texas common 
points to Baltimore, Md., and ston, Mass. 

1. & §S. 3121—Cotton linters from southwest to interstate pts. 

14594—-American Linseed Co. vs. B. R. & P. Ry. et al. 

14683—Spencer eno & Sons vs. B. R. & P. Ry. et al. 

15425—International Vegetable Oil Co. et al. vs. A. & R. R_.R. et al. 

16300 (and Sub. Nos. 1 to 5, incl.)—Armstrong Packing Co. vs. A. 
& S. Ry. et al. 

16528—Southland Cotton Oil Co. vs. A. & S. Ry. et al. 

16587—Lever Bros. Co. vs. D. L. & W. R. R. et al. 

o- »” aeeennnneel Assn. of Chicago Heights vs. B. & O. R. R. 
et al. 

17270 (and Sub. 1)—American Linseed Co. vs. N. Y. S. & W. R. R. 


et al. 
17339—C. F. Simmonins’ Sons vs. C. I. & W. R. R. et al. 
17457—Humphreys-Godwin Co., Inc., vs. A. & S. Ry. et al. 
a 1 mene Cotton Seed Crushers’ Assn. vs. A. C. & Y. Ry. 
et al. 
a Cottonseed Crushers’ Assn. et al. vs. A. & R. R. R. 
et al. 
18405—Interstate Cotton Oil Refining Co. vs. C. B. & Q. R. R. 
18841—Alabama Cotton Seed Crushers’ Assn. vs. L. & N. R. R 
18890—Lever Bros. Co. vs. B. & A. R. R. et al. 


18935—East St. Louis Cotton Oil Co. vs. A. & S. Ry. et al. 
19069—Arkansas Cottonseed Crushers’ Assn. vs. C. R. I. & P. Ry. 


et al. 

19088—Blanton Co. vs. A. & V. Ry. et al. 

19141—Refuge Cotton Oil Co. vs. A. & V. Ry. et al. 

19162—Southern Cotton Oil Co. vs. I. C. R. R. et al. 

19165—Procter & Gamble Mfg. Co. vs. A. & B. B. R. R. et al. 

19169 (and Sub. 1)—California-Arizona Ginners’ & Crushers’ Assn. 
et al. vs. Apache Ry. et al. 

ee Cottonseed Products Corp. et al. vs. A. & V. Ry. 
et al. 

19194—Procter & Gamble Co. vs. A. & S. Ry. et al. 

19270—Southern Cotton Oil Co. vs. A. A. R. R. et al. 

~~ a eee Cottonseed Products Corp. vs. A. & N. W. R. R. 
et al. 

19325—Southern Cotton Oil Co. vs. A. & R. R. R. et al. 

19533—East St. Louis Cotton Oil Co. vs. S. P. Co. et al. 

19642—Elberton Oil Mills vs. V. & C. S. R. R. et al. 

20068—Graco Milling Co. vs. A. & S. Ry. et al. 

— _— Sub. 1)—Wilson & Co., Inc., of Okla. vs. B. & O. R. R. 
et al. 

21105—Armour & Co. vs. Erie R. R. et al. 

20130—Buckeye Cotton Oil Co. et al. vs. A. & R. R. R. et al. 

20142—Portsmouth Oil Refining Co. vs. A. & R. R. R. et al. 

20161—Best Foods, Inc., vs. C. R. R. of N. J. et al. 

20596 (and Sub. No. 1)—Armour & Co. et al. vs. A. & S. Ry. et al. 

20972—-Pittsburgh Plate Glass Co., Linseed Oil Div., vs. A. T. & S. 
F. Ry. et al. 

21010—Swift & Co. vs A. & S. Ry. et al. 

21132—Palm Olive Co. vs. C. M. S 


21151—Rome Oil Mills vs. C. of Ga. Ry. et al. 
21266—Peaslee Gaulbert Co. vs. A. T. & S. F. Ry. et al. 
21336—Bisbee Linseed Co. vs. A. T. & S. F. Ry. et al. 
21399—Kuhn Paint & Varnish Works vs. La. & Ark. Ry. et al. 
21508—Swift & Co. vs. A. & S. Ry. et al. (further hearing). 
February 19—Raleigh, N. C.—Corporation Commission of N. C.: 
Finance No. 7175—Application of Kinston Carolina R. R. for a cer- 
tificate of public convenience and necessity permitting abandon- 
ment of its line of railroad extending from Kingston to Beula- 
ville, N. C. 
February 19—Norfolk, Va.—Examiner Glover: 
Fourth Section Appi. 13600, filed by Norfolk Southern R. R. 
February 19—Washington, D. C.—Examiner Sullivan: 
21346—W. J. Foye Lumber Co. et al. vs. A. & N. W. R. R. et al. 
February 19—Argument at Washington, D. C.: 
17757—In the matter of use of private passenger train cars. 


February 20—Argument at Washington, D. C.: 

1. & S. 3144 (and 1st supplement)—Petroleum and petroleum prod- 
= Oklahoma to Gulf ports for export and coastwise move- 
men 

20372—Cady Lumber Corp. et al. vs. Apache Ry. et al. 

February 21—Washington, D. C.—Examiner Sullivan: 

55 otton Manufacturers’ Association of S. C. vs. C. C. & O. Ry. 
et al. (further hearing, for sole purpose of determining which ship- 
ments may properly be included in Rule V statements to be sub- 
mitted under Commission’s decision herein). 

February 21—Argument at Washington, D. C.: 

Valuation No. In re tentative valuation of the property of the 
Pittsburgh & West Virginia Ry. Co. 

February 21—Jacksonville, Fla—Examiner Glover: 

Fourth Section Appl. 12720, et al. 

February 23—Argument at Washington, D. C.: 

* Finance No. 7031—Construction of Lines by St. L. S. W. Ry. 

* Finance No. 7032—Acquisition of Control and Issue of Stock by St. 

Louis Southwestern Ry. 

February 25—Memphis, Tenn.—Examiner Glover: 

* Fourth Section Application 13690—Filed by St. L.-S. F. Ry. 

Fourth Section Application No. 13368, filed by Mo. Pac. R. R. 

February 25—Washington, D. C.—Director Mahaffie: 

* 21917—Accounting for rebuilding freight cars by C. & O. 

February 25—Washington, D. C.—Assistant Director Burnside: 
21032—Interstate Commerce Commission vs. B. & O. R. R. 
21678—Business Protective Association vs. B. & O. R. R. 

February 25—Hastings, Neb.—Examiner Hagerty: 

“— «oe of Commerce, Hastings, Neb., et al. vs. C. & N. W. 

y. et al. 

February 25—Topeka, Kans.—Examiner Gwynn: 
21249—Williams & Haney et al. vs. A. & S. Ry. et al. 

February 25—Philadelphia, Pa.—Examiner Simmons: 
a oal Dealers’ Association et al. vs. A. C. R. R. 

et al. 

February 25—San Francisco, Calif.—Examiner Smith: 
21680—Fort Klamath Meadows Co. vs. Sou. Pac. Co. 


February 25—Washington, D. C.—Commissioner Lewis and Attorney 
Examiner Barclay: 


et al. 
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17000—Part 5, Rate Structure Investigation. Furniture in So f. 
mcg en ene oo —_ rates, charges, rules re 
ations, and practicés, pertaining to the interstate : F 
tion of furniture. te transporta. 

18323—Investigation of rates on furniture. 

1. & S. 2828—Metal Furniture in C. F. A. territory. 

18568—Heywood-Wakefield Co. et_al. vs. A. A. R. R. et al 

18835—Grand Rapids Show Case Co. et al. vs. A. A. R. R. ét al 
19306—Hey wood- Wakefield Co. et al. vs. A. & V. Ry. etal.” 
20022—-Mayer & Co. vs. L. I. R. R. et al. ‘ 
20597—Heywood-Wakefield Co. vs. A. C. L. R. R. et al, 

1. & S. 3102—Classification Ratings on Furniture Frames 

20726—Jackson Traffic Bureau vs. A. G. S. R. R. et al. — 

21061—I. Addison Trading as Florida Mattress Factory et al 
A. & R. R. R. et al. - Ve. 

21087—The Stationers Corp. vs. P. M. Ry. et al. 

21118—Heywood- Wakefield Co. et al. vs. C. M. & St. P. Ry. et | 
and receivers thereof. * eC al, 
21135—Jackson Traffic Bureau vs. A. T. & S. F. Ry. et al. 

Portions Fourth Section Application 2057 et al. (further hearin 
Only for receipt of rebuttal evidence). 8, 


February 25—Pierre, S. D.—Examiner Harraman: 
21598—Sub. 1—Board of Railroad Commissioners of the State 
South Dakota vs. Chicago & North Western Ry. et al. . 
20329—Board of Railroad Commissioners of the State of § D 
c. B. & @. RB: R., et al. : 
21598—Board of Railroad Commissioners of the State of §, p Vv 
© B. & G. BR. R., ot al. ae 


February 25—Denver, Colo.—Examiner Flynn: 
21425—The McGovern Coal Co. vs. D. & R. G. W. R. R., et al 
21432—Colorado Portland Cement Co. vs. A. T. & S. F. Ry., et al 
February 25—Rochester, N. Y.—Examiner Cheseldine: 
21618—Gleason Works vs. N. Y. N. H. & H. R. R., et al. 
21707—Frederick L. Kellog vs. N. Y. N. H. & H. R. R., et al. 


February 25—San Francisco, Calif.—Examiner Smith: 
21285—Quinto Ranch Co. vs. Sou. Pac. Co., et al. 

February 25—Argument at Washington, D. C.: 
15028—Peyton Packing Co. vs. A. & S. Ry. et al. 


February 25—Washington, D. C.—Examiner Schutrumpf: 

Finance No. 7345—Application of the Fort Worth & Denver City 
Ry. for authority to acquire control by lease of an extension of 
the railroad and property of the Ft. Worth & Denver South 
Plains Ry. 

February 26—Argument at Washington, D. C.: 
Finance No. 4555—Proposed construction by D. & S&L. W. RR. 


February 26—Salina, Kans.—Examiner Gwynn: 
=a Chamber of Commerce et al. vs. A. T. & S. F. Ry., 
et al. 


February 26—Washington, D. C.—Examiner Berry: 
16406 (and Sub. 1)—King Powder Co. et al. vs. B. & O. R. R. et al. 


February 26—Philadelphia, Pa.—Examiner Simmons: 
19282—-David Berg Industrial Alcohol Co. vs. Reading Co. 


February 26—Knoxville, Tenn.—Examiner Wilson: 
*1120—John_L. Humbard Construction Co. vs. Sou. Ry. et al. 
21608—The Murray Construction Co. vs. N. & W. Ry., et al. 


February 26—Denver, Colo.—Examiner Flynn: 
— & N. M. Coal Operators Assn. vs. A. T. &S. BF 
Ry., et al. 
February 26—San Francisco, Calif.—Examiner Smith: 
21596—Pioneer Compost Co. vs: Sou. Pac. Co. et al. 


February 27—Syracuse, N. Y.—Examiner Cheseldine: 
21700—Daetsch & Woodward, Inc., vs. A. & A. R. R. Corp. et al. 
21783—Vulcan Corp. vs. A. & A. Re R. Corp. et al. 

February 27—Evansville, Ind.—Examiner Fleming: 
21506—Mead Johnson & Co. vs. A. C. L. R. R. et al. 

February 27—Lincoln, Neb.—Examiner Hagerty: 
21449—Farmers’ Equity Co-operative Creamery Assn. vs. B. & M. 

R. R. ot ai. 

February 27—Philadelphia, Pa.—Examiner Simmons: 

21497 (and Sub. 1)—Sharpless Solvests Corp. vs. C. & O. Ry. et al. 
21510—F. W. Tunnell & Co. vs. Long Is. R. R. et al. 


February 27—Syracuse, N. Y.—Examiner Cheseldine: 
21602—Ohio Wood Products Co. et al. vs. A. & A. R. R., et al. 
February 27—Pierre, S. D.—Examiner Harraman: 
21655 (and Sub. 1)—Traffic Bureau, Aberdeen Chamber of Com- 
merce et al. vs. C..M. St. P. & P. R. R. et al. 


February 27—Argument at Washington, D. C.: 
Finance No. 6508—Application Western Pacific R. R. for authority 
to acquire Union Belt Ry. of Oakland. 
Finance No. 6637—Joint Application Central Pacific Ry. and Southern 
Pacific Co. for authority to acquire Union Belt Ry. of Oakland. 


February 27—San Francisco, Calif.—Examiner Smith: 
21463—Jensma Creamery Co. et al. vs. A. T. & S. F. Ry., et al. 


February 28—Martinsburg, W. Va.—Examiner Snider: 
21405—Virginia State Horticultural Society et al. vs. A. B. B. R. BR 


et al. 
21406—Virginia State Horticultural Society et al. vs. A. & R. R. RB, 
et al 


February 28—Lincoln, Neb.—Examiner Hagerty: 
21589—-Northwestern Iron & Metal Co. vs. B. & O. R. R. et al. 


February 28—Philadelphia, Pa.—Examiner Simmons: 
21588—Pennsylvania R. R. et al. vs. Bellefonte Central R. R. et al. 


February 28—San Francisco, Calif.—Examiner Smith: 
21465—Pacific Gas and Electric Co. vs. Sou. Pac. Co. et al. 


February 28—Asheville, N. C.—Examiner Wilson: 
19898—-Western Carolina Shippers Association et al. vs. Asheville 
Southern Ry. et al. | ‘ 
Portions Fourth Section Appl. 542, 3965, 1952 and 1548. 
<p _ 1)—W. H. Anderson Construction Co. vs. L. & N. 
. ~o OC GL 
20915—Alley Construction Co. et al. vs. L. & N. R. R. et al. 
February 28—Pierre, S. D.—Examiner Harraman: 
21790—Warren Lamb Lumber Co. vs. C. B. & Q. R. R., et al. 
March i—Terre Haute, Ind.—Examiner Glenn: 
* 1, & S. 3237—Routing on straw from E. St. Louis, IIl., to Ind., Ohio 
and Ky. points. 


February 28—Chicago, Ill.—Examiner Glover: 
* Fourth Section Application No. 13651, filed by C. W. Galligan, agent. 


February 28—Washington, D. C.—Examiner Sullivan: 

* Finance No. 7283—Application of Alton & Southern R. R. for cer- 
tificate to extend its service in St. Louis, Mo., and E. St. Louis, 

St. Clair County, Ill. 
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......Lhe modern way of 


efficiently bracing freight 
for economical shipment 


URING the past twenty-five years 

freight tonnage in the United 

States has grown from 119 billion 
ton-miles to 338 billion ton-miles a year. 
Cars of greater capacity, heavier trains, 
giant locomotives and higher handling 
speeds are largely responsible for in- 
creased efficiency which enables the rail- 
roads to move this greater volume of 
shipping. 

But the speeding up along the line 
has increased the hazards to shipments. 
Charges to freight loss and damage have 
amounted to more than $38,000,000 annu- 
ally—an appalling burden to American 
industry. To stop this great waste it was 
apparent that a more efficient means of 
bracing freight in the cars was needed. 


Engineers of the Acme Steel Company 
applied themselves to the problem and the 
result of their efforts has been to place 
at the disposal of shipping executives im- 
proved methods of packing and loading, 
which are not only cheaper in direct cost 
of time and materials but actually save 
hundreds of thousands of dollars each 
year for shippers throughout the country 
by the prevention of pilferage and damage 
to goods in transit. 

Acme Unit-Load has proven to be the 
most efficient, economical and fastest 
method of bracing carload freight yet 
made available to the manufacturers of 
the United States. 

Acme Unit-Load is approved by rail- 
roads. Freight Claim Departments urge 
its adoption. 

It prevents damage to merchandise. 

Acme Unit-Load is cheaper than wood 
bracing. 

A single shipper saves $30,000 annually 
and decreases damage claims at the same 
time. 


FREE BOOK 


describing in detail how Acme Unit- 

ad solves the problem of bracing 
freight cars will be sent to any execu- 
tive requesting it on his Company’s 
letterhead, or at his request to the man 
in the organization who has charge of 
the shipping. 





It eliminates freight bills on from 300 
to 1,500 pounds dunnage in some instances. 


Acme Unit-Load builds customer good- 
will because merchandise is “bound-to- 
get-there” in perfect condition. 


It speeds up loading and unloading. 


It eliminates adjustments and replace- 
ment of goods. 


Acme Unit-Load works equally well 
with very heaviest or lightest materials. 


Mixed cars of assorted sized containers 
are perfectly bound with Unit-Load 
system. 


The services of Acme factory branches 
throughout the country are always avail- 
able to shippers and the loading experts 
in these branches will gladly make a study 
of your bracing problems. 


Has it ever occurred to you that you 
may be losing a good many hundreds 
of dollars a year—perhaps thousands— 
through the use of an old-fashioned 
method of packing your merchandise and 
loading cars for shipment? 


Thousands of concerns, similar to yours 
possibly, are not cognizant of their losses 
in this connection until they start a thor- 
ough investigation of their shipping prac- 
tices. 


If we could prove to your complete 
satisfaction that you are actually throw- 
ing away $1,149.68 or some similar defi- 
nitely stated amount annually because you 
are not using modern shipping methods, 
you would be mighty glad to hear what 
we have to recommend as an alternative, 
wouldn’t you? 


That’s just what we can and will do, 
if you will give us the opportunity. 





Here’s the way to satisfy yourself on 
this point. 


Just write and tell us you are interested 
in having us show you how you can save 
money through the use of correct ship- 
ping methods, giving us specific informa- 
tion concerning what and how you ship. 


Then, as a result of our many years’ 
experience with all types of shipping, we 
can perhaps make recommendations that 
will prove just as economical when prac- 
ticed by you as it has for thousands 
of other shippers in all sections of the 
country. 





Safe—Easy—Quick 


The Acme method of reinforcing ship- 
ments of all types, is the modern approved 
way. Acme Nailless Band—securely sealed 
on every package—is becoming increas- 
ingly popular as a means of preventing 
damage and reducing shipping costs. 


Note: Acme engineers have devel- 
oped special tools to take care of 
practically every strapping job that 
exists, big or little. 


The fast, sure, Acme method of secur- 
ing loads to skids with steel band (and 
again strapping entire groups of these 
skids into compact units) as pioneered 
and perfected by Acme Steel Company, 
has so simplified what was formerly a 
slow and costly job that carriers and 
freight handlers are lending their aid to 
promote universal adoption of this prac- 
tice. 


The expert knowledge of Acme Engi- 
neers, gained through years of experience 
in the development of modern shipping 
methods, is at the disposal of any shipper 
or carrier interested in skid shipping. 


For Free Book or other information 
address 


ACME STEEL COMPANY 


General Offices: 
2840 Archer Avenue, Chicago, III. 
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LAKE CARGO COAL 


Asserting that the Commission, in its last report in the 
lake cargo coal rate controversy undertook to do by indirec- 
tion what it could not do directly, C. R. Hillyer, attorney for 
the Wisconsin Paper & Pulp Manufacturers’ Traffic Association 
and others, interveners, in his brief submitted to the Supreme 
Court of the United States in No. 355, United States of America 
et al. vs. Anchor Coal Co. et al., asks the court to affirm the 
decree of the federal court for the southern district of West 
Virginia. That decree enjoined the enforcement of the order 
of the Commission forbidding the southern lines to make a 
20-cent-per-ton reduction in rates on lake cargo coal from the 
southern mines. 

“The order is vacillating and uncertain as to the statute,” 
asserts the brief. ‘The order of the Commission directly and 
adversely affects the public interest of the people of the north- 
west. The increased charges must be paid by someone, and 
interveners who will be affected are here protesting and re- 
iterating their request for someone to point out a provision of 
law that definitely sustains this order.” 


Hillyer treats the revision of the order made by the Com- 
mission a few days after the first report in the case was made 
as evidence of an after or second thought on the part of the 
Commission. In that revision the Commission said the pro- 
posed rates would be unjust and unreasonable, which is the 
language of section 1 (5). In the order as originally put out 
the Commission merely found that the rates had not been 
justified. Hillyer treats the brief of counsel for the Commission 
as a casting about by him for aid and comfort for the report 
and order of the Commission. 

“Upon what provision of the statute does this order rest?” 
asks Hillyer. ‘Counsel for the Commission upon brief do not 
place reliance upon any specific power nominated in the statute 
as justification for the order in this case. There is nothing 
that they can definitely hang this order upon. They seem to 
rest it upon some assumed general equity powers rather than 
upon any jurisdiction conferred by the statute. Hereinafter 
attention is invited to the vacillating nature of the decision and 
order as between the various provisions of the statute. The 
brief of counsel but adds to this confusion. 


“The Commission, for reasons stated by it, declined to find 
a violation of section 3 (1). Counsel, on the other hand, appeal 
to the court to justify the order under section 3 (1), ‘regardless’ 
of section 1 (5). Again, the Commission declined for reasons 
stated by it to exercise its minimum rate power. 


“Counsel apparently disapprove this course by the Com- 
mission and ask the court to uphold the order as an exercise 
of the minimum rate power. We submit that it is too late to 
amend the order at issue. The order must stand or fall upon 
the finding and order of the Commission itself and not upon 
the basis of what counsel now advance upon brief.” 


The brief asserts that the court repeatedly condemned the 
very course pursued by counsel in this case—that is, of under- 
taking to justify an order seeking to do by indirection what 
could not be done directly or could be done, perhaps, by resort 
to a different part of the statute. It asserts that the Hoch- 
Smith resolution does not support the order as suggested in the 
Commission’s brief, nor section 1 (5) and that the issue de- 
cided was purely one of discrimination under section 3 and 
that section 3 relief was erroneously granted under section 1. 
It further declares that it would be a strange result if section 
15-a could be invoked to take money from the consumers of 
coal in the depressed northwest for an upbuilding of the national 
transportation system when the coal carrying lines that pro- 
posed the rates were shown to be prosperous and not in need 
of additional revenue. Another declaration is that there is 
no duty on the part of a carrier proposing a reduced rate to 
show that the rate would not violate section 15-a, as was done 
in this case. 

“The references to sections other than section 1,” says the 
brief, “seems to be in quest of aid and comfort for the order.” 

The Hillyer brief points out that in finding the proposed 
rates unjust and unreasonable the Commission runs counter 
to the use of those words, by the courts .and itself for forty 
years as meaning too high, and that it is no part of an administra- 
tive tribunal to interpret a statute that has been applied for a 
long time. It says the rates are “unreasonably low only for 
the northern protestants and not unreasonably low for the 
northwestern consumers to whom the quantum of the rates is 
a matter of great importance, while to the operators the rela- 
tionship is the primary concern. 

John W. Davis, E. L. Greever, G. F. Graham, J. V. Norman 
and Robert E. Quirk, counsel for the appellee Anchor Coal Co., 
and others, in their brief, arguing for the sustaining of the 
decree of the court below declare that the Commission indicated 
a desire on its part “to apply some remedy to relieve the dis- 
tressed economic conditions which were shown to exist in the 
coal fields of Pennsylvania and Ohio.” They said the findings 
were obviously based upon the proposition that the respondent 
carriers failed to justify the rates, as shown in the first report 
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which, a few days later, was amended to include the findin 

the rates would be unjust and unreasonable. Inclusion ot tae 
words in the finding, they assert, “merely serves to show a 
the Commission as an afterthought seized upon the lan hat 
of the statute as a means of validating its order.” Suage 

The brief contends that the error of the Commission 
ing that the burden of proof was upon the carriers to justify th 
proposed reduced rates is not a matter of smal] importanes : 
contended in the court below and reiterated in the appeal . 
points out that in United States vs. Abilene @ Southern, 9¢5 
U. S. 274, the court set aside an order of the Commission 
void because it had considered the annual reports of the an 
riers although they were not in the record in the ease . 
court said “the matter improperly treated as evidence may oe 
been an important factor in the conclusion reached by the Com. 
mission. The order must, therefore, be held void.” 

The lawyers for the southern operators said that in this 
case the erroneous holding as to the burden of proof might not 
only have been an important factor in the conclusion reacheq by 
the Commission but that it was apparently regarded ag a con- 
trolling and conclusive factor by the Commission itself, else 
it would not have amended its findings so as to couch them 
ultimately in the language of the statute. They also contendeg 
that the construction placed by the Commission upon section 
15A and the Hoch-Smith resolution was erroneous. 

In its effort to give relief to the northern coal fields the 
attorneys for the southern operators declared that the Commis. 
sion gave to the interstate commerce act several new and erro- 
neous constructions. 

It held, they said, that it had power to condemn ag unjust 
and unreasonable a rate reduced by one carrier because that 
rate was not properly related to a rate of another carrier sery- 
ing competing shippers and without finding that the reduced 
rate was unjustly discriminatory or unduly prejudicial. 

It held, they further declared, that it had the power to 
condemn a particular rate under the provisions of section 15A, 
if, in its opinion, that rate would impair the aggregate net 
railway operating income of the carriers as a whole in a 
particular group. . 

It held, they asserted, that it had power to condemn a parti- 
cular rate unless the carrier affirmatively showed that such a 
rate was in accord with the duties presumptively imposed upon 
the Commission by the Hoch-Smith resolution. 

Further, the lawyers for the southern operators declared that 
the Commission erroneously construed the words “unjust and 
unreasonable” in section 1 to be inhibitions against low rates 
rather than inhibitions against excessive rates as held by the 
court in the Skinner and Eddy Case, 249 U. S. 557; and finally, 
that it erroneously held that the burden of proof to justify a 
reduced rate was upon a carrier proposing it, despite the fact 
that section 15 (7) specifically limited the burden to rates 
increased or sought to be increased. 


in hold. 





HOCH-SMITH NOTICE 


The Commission has voted to rescind its ruling of July 3, 
1928, in No. 17000, rate structure investigation, which author- 
izes the incorporation in the record by a party at the hearing 
in one of the parts of that case of any properly admissible por-: 
tion of the record in another part, without producing a copy 
of such portion for physical incorporation and without furnish- 
ing copies to all parties, by agreeing, upon reasonable request 
of any other party and in the discretion of the presiding com- 
missioner or examiner to produce, for cross-examination, the 
witness who gave the testimony so incorporated. 

At all future hearings in any part of No. 17000, the Com- 
mission has voted, the several parts will be treated, for the 
purpose of introducing any part of the record, as distinct and 
different proceedings. Rule XIII (b) of the rules of practice 
will be observed hereafter when anyone desires to bring into 
one part some of the testimony taken in another part. 


VOLUME OF TRAFFIC 


The volume of freight traffic handled by the Class I rail- 
roads in 1928 amounted to 476,994,254,000 net ton-miles, accord 
ing to the Bureau of Railway Economics. 

This was an increase of 2,304,139,000 net ton-miles or five- 
tenths of one per cent above the volume of traffic in 1927 but 
a decrease of 11,707,570,000 net ton-miles or 2.4 per cent below 
1926. 

In the Eastern district, there was a decrease of 1.4 per 
cent in the amount of freight traffic handled in 1928 compared 
with 1927 while the Southern district showed a decrease of 5.4 
per cent. The Western district, however, reported an increase 
of 5.4 per cent. 

In the month of December, freight traffic handled by the 
Class I railroads amounted to 37,644,730,000 net ton-miles, a 
increase of 3,052,807,000 net ton-miles or 8.8 per cent above 
the same month in 1927. 

In the Eastern district, the volume of freight handled by 
the railroads in December showed an increase of 12.2 per cent, 
while the Southern district reported an increase of 5 per cent. 
The Western district reported an increase of 5.8 per cent. 
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| Personal Notes 
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James E. Wilson, traffic manager Larkin Company, Inc., 
Buffalo, has been made vice-president of that company. He 
will have complete charge of all transportation and warehousing 
facilities. 

R. G. Kreitler, for many years traffic manager of the Good- 
year Tire and Rubber Company, Akron, O., and for the last 
six years traffic manager, Congoleum Company, Inc., Phila- 
delphia, will locate in business in Los Angeles. 

Henry Wolf Bikle, general attorney, Pennsylvania, has 
resigned as professor of constitutional law in the Law School 
of the University of Pennsylvania, in order to devote more time 
to his duties as counsel for the railroad, according to an an- 
nouncement. He has been a member of the teaching force of 
the law school since 1901, having been first a lecturer, later 
an assistant professor, and, since 1913, a full professor. 


Stephen P. Davin, president of the York Traffic Club, 
York, Pennsylvania, received his early training in traffic mat- 
ters with the Pennsylvania Railroad, serving in a _ clerical 
capacity at a local 
station. He has 
been identified 
with the profes- 
sion of traffic for 
eight years, be- 
ing employed by 
the York Haven 
Paper Company 
at York Haven, 
Pa., first as as- 
sistant traffic 
manager and now 
as traffic man- 
ager. In eight 
years of activity 
with the York 
Traffic Club he 
has served on the 
various important 
committees. For 
two years he was 
vice chairman 
and assistant in- 
structor of the 
educational com- 
mittee. In 1928 he 
served as vice- 
president of the 
club and chair- 
man of the enter- 
tainment commit- 
tee. 


The board of directors has confirmed the promotion of 
W. S. Thomas, formerly division freight agent at Altoona, to 
the position of division freight agent at Williamsport, Pa. Mr. 
Thomas succeds W. G. Spangle, who died. To succeed Mr. 
Thomas at Altoona, the board confirmed the appointment of 
Alphie E. Johnston, at present chief clerk in the freight traffic 
department at Chicago. 

T. G. McClellan, general western agent, N. C. & St. L., St. 
Louis, died at San Antonio, Texas, February 4. He had been 
in failing health for several years. He served the N.C. & St. L. 
for more than thirty years. 

Vance H. Williams has been appointed traffic manager, 
Chicago and Illinois Midland, at Springfield, Ill. F. W. Shappert 
having retired, the position of assistant to senior vice-president 
in charge of traffic has been abolished. 


F. C. Afferton, Jr., has been appointed commercial freight 
agent, B. & O., at New York, succeeding S. D. Riddle, assigned 
to other duties. 

The following changes have been made in the accounting 
department of the Illinois Terminal Railroad System: F. G. 
Sutherland comptroller, at Chicago; A. G. Armstrong, assistant 
comptroller at St. Louis, and P. M. Gervig, auditor, at Alton, 
Ill. The title of general auditor has been discontinued and the 
duties have been assigned to the assistant comptroller. The 
positions of auditor of disbursements, auditor of freight accounts, 
and auditor of passenger accounts have been abolished and the 
duties consolidated with the position of auditor. 

L. Poole has been appointed general agent, Texas Electric 
Railway, at Birmingham, Ala. 

D. E. Stagg has been appointed acting secretary and 
treasurer, Seaview Avenue Industrial Railway of the Stanley 
Works, Bridgeport, Conn., succeeding E. L. French, who died. 
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W. H. Casson has been appointed general agent, y; 
Railway, at Pittsburch, succeeding T. W. Partlan, regj 
engage in other business. 7 SSenenee tp 

harles G. Andrews has been appointed com i 
Erie, at Atlanta, Ga., succeeding H. C. Bechtel. oe sent, 

William Coyle, associated with the St. Regis Paper © 

pany, Carthage, N. Y., died at his home February 6, -— 


formerly with the Frisco, New York Central and other He Was 


lines, 


Frank J. Armstrong, traffic manager of the United Sta 
Radiator Corporation, is the man selected by the governor, ¢ 
the Traffic Club of Detroit as president for 1929, gucce tine 
Henry Shearer, gen- ; ding 
eral manager of the 
Michigan Central 
Railroad. The club 
has a membership 
of more than 500. 
The selection of Mr. 
Armstrong to head 
its activities recog- 
nizes his qualities 
as a leader of co- 
operating traffic ac- 
tivities in Detroit. 
He has been an of- 
ficer of the Detroit 
District Shippers’ 
Conference of the 
Detroit Board of 
Commerce and chair- 
man of its claim 
and claim prevention 
committee, and as 
such was instrumen- 
tal in initiating a 
program of co-oper- 
ative conferences 
between that com- 
mittee and a divi- 
sion of the freight 
claim association of 
the American Railway Association. Last July he was selected 
by the board of directors of the board of commerce to head the 
traffic activities of that body as chairman of the traffic trans. 
portation committee. In Mr. Armstrong’s duties as traffic man- 
ager of the United States Radiator Corporation his interest lies 
not only in Detroit, but in the other points where plants are 
maintained, such as Edwardsville, Illinois, Kansas City, Erie and 
Corry, Pennsylvania, Geneva, New York and Oakland, California. 
Mr. Armstrong and the other officers elected for this year for- 
mally took over their offices at the annual banquet of the club, 
February 14. 


John L. Losie, who has just taken office as president of the 
Minneapolis Traffic Club, was born in Bay Mills, Michigan, 
February 2, 1893. He left school at the age of fourteen because 
of his father’s death, 
to help support the 
family. However, 
since then he has 
had nine years’ night 
school training, in- 
cluding traffic and 
commerce. His first 
employment was in 
transportation work 
as helper on a hand- 
car equipped with a 
sail and a fifteen- 
foot platform, carry- 
ing mail, freight and 
passengers across 
Whiskey Bay, Lake 
Superior, on a two- 
mile trestle aban- 
doned by the D. S. 

S. & A. In 1911 he 

was employed jointly 

by the C. P. R. and 

Algoma Central and 

Hudson Bay Rail- 

way at Soo, Ontario, 

as weighmaster. In 

1912 he was chair- 

man and picketman 

in the engineering 

department of the Algoma Central, at Michipicoten Harbor, 
Ontario. Because of the extreme cold in this northern climate 
operations were suspended and he was sent back to Soo, Ontario, 
where he worked as car checker and demurrage and swit¢ 





% AN , 
SSAA SOS 
SSN Sa 
NY SS SAR 
“ > SWOIQwMe, Surge 
PRU, 
jected : — 
id the ; ——- 
trans- 
- man- 
st lies 
ts are 
ie and 
fornia. 
vy bah || AN 
Vy A \ ) ao 


N 
a \\\ ; \ | \ : a Si 


" = \ INN v } 
. ——— = — == \ \\ o , : } ae 
SO SSS WON\| ne 
NS \ | \ SS AN" 
ar for- ANS — = N\A \ \\\\ ; Ry 
> club, : : —— mu a os v \ \ \\\\ \ \\ \\ 
= 


of the 
shigan, 
ecalse 


‘On Dime Southwest 





424 


clerk. From 1913 to 1917 he was employed by the Omaha Railway 
at Minneapolis as yard clerk, car accountant, night agent, and 
chief clerk to the superintendent of terminals. He enlisted in 
the army in 1917, spending twenty-one months in France and 
Germany, six months of which were in transportation work. 
Returning from France, he went with the U. S. Railway Admin- 
istration, Twin City terminal office, Minneapolis, as terminal 
inspector and later as car distributor. At the termination of 
federal control he was appointed service representative for the 
Minneapolis Traffic Association. When the Minnesota Atlantic 
Transit Company, now a division of the Terminals and Trans- 
portation Corporation of America, was organized, in 1923, he 
took the position of general agent with that company at Minne- 
apolis, later becoming general western agent and then general 
western traffic manager. He was made vice-president June 14, 
1928. Incidentally he was mayor of Island Park, Lake Minne- 
tonka, Minnesota, 1925 to 1928. 


DOINGS OF THE TRAFFIC CLUBS 


The York Traffic Club has elected the following officers: 
President, S. P. Davin, York Haven Paper Company; first vice- 
president, R. M. Zimmerman, Pennsylvania Furniture Company; 
second vice-president, W. H. Stough, Joseph Black and Sons; 
third vice-president, E. M. Reynolds, D. F. Stauffer Biscuit 
Company; secretary, Bernard N. Gingerich, York Haven Paper 
Company; treasurer, James S. T. Strayer, S. Morgan Smith 
Company; directors, F. E. Weaver, C. W. Depher and L. R. 
Fink. A meeting was held at Ralph’s February 14. Ira L. 
Fish, division freight agent, Reading, was the principal speaker. 


The Grand Rapids Transportation Club held its fifteenth 
annual banquet at the Elks’ Temple February 7, with an at- 
tendance of about 275, including many visiting railroad officials. 
O. B. Higgins, freight traffic manager, Universal Carloading 
and Distributing Company, New York, spoke on “Container 
Car Service.” L. W. Smith, president, Grand Rapids Associa- 
tion of Commerce, was toastmaster. The following officers 
were elected: President, J. E. McGregor, traffic manager, 
Owen-Ames Kimball Company; first vice-president, Paul F. 
Burns, commercial agent, Universal Carloading and Distribut- 
ing Company; second vice-president, George M. Shook, traffic 
manager, Nochols and Cox Lumber Company; secretary, John 
Timmer, freight representative, Grand Trunk; treasurer, W. R. 
Cornelius, Wolverine Brass Company; directors, W. F. Weibel, 
general agent, New York Central, and L. W. Meese, traffic man- 
ager, Excelsior Wrapper Company. 


The Transportation Club of Louisville will hold a dinner 
meeting designated “Aviation Night” at the Brown Hotel March 
12. V. R. Jacobs, assistant manager aeronautic government 
mail, will speak on “Rigid Aircraft.” 


The Bridgeport Traffic Association will hold a meeting at 
the Stratfield Hotel February 18. W. Parker Seeley will dis- 
cuss the present and future of aviation, with particular reference 
to its application to industrial Bridgeport. Tentative plans for 
the annual dinner will be explained. 


The Milwaukee Traffic Club elected the following officers 
at a meeting at the Plankinton Hotel February 9: President, 
J. M. Zakariasen, soliciting freight representative, Northern 
Pacific; first vice-president, O. N. Lutz; second vice-president, 
J. P. Callahan; third vice-president, George Mergener; secre- 
tary-treasurer, Erwin Manske; directors, A. Murawsky, T. F. 
Millane and William Malone. There was an attendance of about 
two hundred at the meeting. Two tickets of nominees were 
presented and the vote resulted in a tie between the two 
presidential nominees. The choice was decided by tossing a 
coin, as the result of which Mr. Zakariasen won over A. E. 
Halderman, superintendent, Western Weighing and Inspection 
Bureau. 


The Traffic Study Club of the Traffic Club of Atlanta held 
‘a meeting at the Chamber of Commerce February 13. The 
subject for discussion was “The Necessities of the Fourth Sec- 
tion.” R. C. Hodgkin, chairman, fourth section committee, 
southeastern carriers, was the speaker. President Manning 
presided and a schedule of subjects to be considered in the next 
quarter was submitted for the approval of the membership. 


The Pacific Traffic Association held a meeting at the Palace 
Hotel, San Francisco, February 12. The question of whether 
San Francisco Harbor should be state or city owned was pre- 
sented by two speakers. W. B. Hornblower, active sponsor of 
a bill in the state legislature to transfer the harbor to city 
control, supported that side of the issue, and Paul Scharenberg, 
member of the State Board of Harbor Commissioners, spoke 
in favor of state control. 

The regular luncheon of the Traffic Club of San Antonio 
set for February 11 was postponed to February 16, when freight 


THE TRAFFIC WORLD 


Vol. XLIII, No, 7 


claim officials returning from a meeting at Brownsville Will be 
guests of the club. 


The Women’s Traffic Club of Memphis was organizeq at 
dinner at the Hotel Gayoso February 7, with a membership ; 
35. The following officers were elected: President, Mrs Bert 
M. Barnes, Southern Hardwood Traffic Association; Vice-presj 
dent, Mrs. Jean Pegues, Southern Hardwood Traffic Association. 
secretary-treasurer Miss Mary McLaughlin, C. W. Parham Lun. 
ber Company; directors, Miss Leah Klein, Leyland Harrigop 
Lines; Miss Kate Massie, Frisco; Mrs. Lelia Hitchinson, South. 
ern Railway; Miss Pearl Smith, DeSoto Hardwood Flooring 
Company; Mrs. W. F. Booth, S. C. Major Lumber Company, ang 
Mrs. Mary A. Garrison, International Sugar Feed Company, 


The Traffic Club of Philadelphia elected the following oft. 
cers February 11: President, T. Noel Butler, traffic Manager 
Wistar, Underhill and Nixon; vice-presidents, Alan W. Graves 
assistant general freight agent, Merchants and Miners Trans. 
portation Company; James A. Henderson, freight Soliciting 
agent, Central of Georgia; John C. Mooney, traffic manager 
David Luptons Sons Company; Allen H. Murphy, genera] agent. 
Cc. M. St. P. & P., and Charles W. Pfaff, general agent, Lehigh 
Valley; secretary, W. H. Montgomery, freight representative, 
Pennsylvania; treasurer, James T. Kernan, secretary, Marytime 
Exchange; historian, George J. Lincoln, assistant general agent, 
C. M. St. P. & P.; directors (three years), R. S. Mawson, traffic 
manager, J. G. Brill Company; W. McCrackan, general agent, 
Wabash, and C. H. Rolf, traffic manager, Edw. G. Budd Many. 
facturing Company. The retiring president, J. C. Dawson, com. 
mercial agent, D. L. & W., was presented with a silver service 
by the club. 


There was an attendance of 285 at the seventh annual ban- 
quet of the St. Clair River District Transportation Club (Port 
Huron, Mich.), at the St. Clair Inn, St. Clair, February 4. The 
principal address was made by Capt. Raymond C. Collins, direc. 
tor of the aviation department, Union Trust Company, Detroit, 
who spoke on “Commercial Aviation.” Jesse P. Wolcott, pros- 
ecuting attorney of St. Clair County, was toastmaster. The in- 
vocation was given by the Rev. N. S. Sichterman, of the First 
Presbyterian Church. Short talks were made by Gordon C. Ross, 
of the traffic department, Morton Salt Company, retiring presi- 
dent; Arthur A. Stewart, mayor of St. Clair, and C. C. Failing, 
vice-president, Port Huron Chamber of Commerce. New officers 
of the club are as follows: President, W. W. Shingle; first yice- 
president, Maj. C. S. Benton; second vice-president, S. C. Col 
gan; treasurer, L. A. Snover; secretary, C. C. Prichard; assistant 
secretary, A. F. Sharlow; directors, A. G. Cruickshank, H., G. 
White, A. G. Thernstrom, A. L. Chamberlain, Gordon Ross, P. N. 
Moore, E. C. Mill, W. H. Markle, J. L. Ludlow and Elmer Chad- 
wick. 


The Traffic Club of Kalamazoo will hold an “Athletic Nite” 
February 19. Entertainment will include a boxing match anda 
wrestling match. 


The Miami Valley Traffic Club will hold its seventh annual 
dinner at the Miami Hotel, Dayton, O., February 26. H. W. 
Arnold, general manager, Delco-Light Company, will be the prin- 
cipal speaker. J. E. Weller, Chicago, assistant vice-president in 
charge of traffic, Pennsylvania, will be toastmaster. 


The Traffic Club of South Bend will hold its annual dinner 
at the Knights of Columbus club rooms March 14. There will 
be an elaborate program of entertainment. 


The Traffic Club of Chicago will hold its twenty-second 
annual dinner at the Palmer House February 28. The card 
party and dinner dance originally set for February 21 has been 
postponed to March 14. 


At the “St. Joseph Day” luncheon of the Traffic Club of 
Kansas City at the Baltimore Hotel February 11, Mayor L. V. 
Stigall, of St. Joseph, spoke on “St. Joseph Your Neighbor.’ 
There will be no luncheon February 18, because of the Wash- 
ington’s Birthday dance. The usual luncheon will be held 
February 25. 


At the meeting of the Traffic Club of Wichita at the Wichita 
Club February 14, V. M. Frisch, traffic manager, Otto Weiss 
Milling Company, and W. R. Pitts, city freight agent, Santa Fe, 
were the speakers. Mr. Frisch spoke on the alfalfa meal and 
poultry industry and the history of his company. 


Jake R. Aston, vice-president, Gulf-Caribbean Steamship 
Company, and a member of the Foreign Trade Club of Houston, 
was the principal speaker at a luncheon of the Traffic Club of 
Houston at the Rice Hotel February 5. “Hoover’s trip through 
South America was a notice to the world of Uncle Sam’s entry 

(Continued on page 432) 
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The South Shore Line is logically sit- 
uated to render reliable service on carload 
traffic moving by way of the Chicago gate- 
way to and from its physical connection 
with the N. Y. C. & St. L. (L. E. & W. 
Dist.) at Michigan City, Ind., and the 
Wabash Ry. at Gary. 


Rates apply via principal railroads, and 
quick interchange of through traffic from 
and to other lines entering Chicago is as- 
sured by direct connections with the largest 
belt switching lines. Team track facilities 
of the various belt lines in the Chicago dis- 
trict are open to the South Shore Line. 
Chicago industries are accessible through 
switching absorption arrangements. 


Make it read “CSS&SB”! 


Traffic Department: 


CHICAGO—79 West Monroe Street 
Phone Randolph 8200 


SOUTH BEND, INDIANA 
Michigan and La Salle Sts. 
Phone 2-5764 


SOUT, SHORE 
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$10,000,000.00 Ocean Terminals 


COMPOSED OF 


Concrete Wharves 
Enclosed Fireproof Transit Sheds 
Extensive Shipside Fireproof Warehouses 
Cotton Compress and Warehouses 
Automatic Sprinklers All Buildings 


Electric Derrick, 75-ton Capacity 
Coal and Material Handling Plant 
Industrial Sites for Lease 
on Canal and Harbor Frent 
Connecting with All Railroads 


SEND FOR PORT OF MOBILE BOOKLET 
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STATE,DOCKS COMMISSION 


9 fe. MOBILE, ALABAMA’ mn | 
- 24 SF 








THE TRAFFIC WORLD 


Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. ‘ : 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. ¥ 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


Delivery to Carrier—What Constitutes 


Illinois—Question: A shipment of logs was loaded at a 
blind siding and finished loading at 5 p. m. The billing station 
was located about 12 or 15 miles away and closed at 5 p. m., 
so that it was impossible to secure a bill of lading that day. 

During the night the car caught fire either from a camp- 
fire of some tramp or from sparks from an engine and almost 
completely destroyed the logs. 

Is there any action against the railroad in this case, or is 
there any provision whereby the carrier is liable for goods 
loaded on their cars on their sidings prior to the signing of the 
bill of lading? 

If the shipper had notified the billing agent that he was 
loading the car and would complete it that day and would bring 
the bill of lading in in the morning, would that have obligated 
the railroad? 

Is there any condition under which a carrier is liable prior 
to receipt of bill of lading? 

Answer: In order that the carrier may be charged with 
reference to the custody, care and transportation of goods, it 
is essential that as bailee it shall have come into possession 
of the goods, which, of course, involves a delivery by the ship- 
per and an acceptance by the carrier, and until there has been 
such delivery and acceptance, by which the possession of the 
goods has been transferred from the shipper to the carrier, no 
liability of the carrier with reference to such goods arises. 
Illinois Central R. Co. vs. Smyser, 38 Ill. 354, 87 Amer. Dec. 301; 
Marcus vs. Chicago, etc., R. Co., 167 Ill. App. 638. 

Carrier may make reasonable regulations as to the time 
when goods shall be tendered for shipment, and a tender at 
some other time would not, it seems, amount to a delivery. 

In the absence of special contract, custom, or usage, it is 
not sufficient that the property is delivered on the carrier’s 
premises or placed in a position from which it might readily 
be taken by the carrier or its agent, but there must be notice 
to it or its agent, of the delivery and intention to place the 
goods in the care and custody of the carrier for transportation. 
Standard Combed Thread Co. vs. Pennsylvania R. R. Co. (N. J.), 
95 Atl. 1002; Ft. W. and D. C. vs. Tomson, 250 S. W. 947; W. G. 
Dunnigan Co. vs. L. & N. R. Co., 155 S. W. 750. 

The general rule just stated is subject to any conventional 
arrangement between the carrier and its patrons, or to a cus- 
tom or usage in their dealings which dispenses with the giving 
of actual notice to the carrier of the delivery of the goods. In 
other words, constructive delivery may be made sufficient by 
a special contract, custom, or usage, and the placing of the 
goods by the shipper in the place at which they are accustomed 
to be deposited or at a place specially designated by contract, 
will be sufficient delivery and acceptance to charge the carrier 
as an insurer, although no actual notice is given to the carrier 
or assent shown. Evansville, etc., R. Co. vs. Keith (Ind.), 35 
N. E. 296; Louisville, etc., R. Co. vs. Flanngan (Ind.), 14, N. E. 
370; Bainbridge Grocery Co. vs. A. C. L. R. Co. (Ga.), 70 S&S. E. 
154. 

Notwithstanding the goods are in the actual custody of the 
carrier, its liability as such does not attach before shipping 
directions have been given. However, the liability of the car- 
rier as common carrier begins with the actual delivery of the 
goods for transportation, and not merely with the formal execu- 
tion of a receipt or bill of lading; the issuance of a bill of 
lading is not necessary to complete delivery and acceptance. 
American Fruit Growers vs. King, 114 S. E. 861; Howell vs. 
Ss. A. L., 119 S. EB. 198. 

The above is a statement of the law relating te the liability 
of a carrier, in so’ far as delivery to and acceptance by the 
carrier is concerned. Below are set forth the holdings in three 
of the cases above referred to, and, in addition, the case of 
Straub.vs. Mo. Pac. (Ark.), 283 S. W. 36. These cases are 
illustrative of the statements made above as to what consti- 
tutes deliver to and acceptance by a carrier. 

In Standard Combed Thread Co. vs. Pa. R. R. Co. (N. J.), 
95 Atl. 1002, it was held that the loading of goods on a detached 
box car at a public siding distant from the railroad station and 
freight office and with no participation by the railroad employes 
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beyond placing the car, the understanding a 

that shipper was allowed 48 hours to load’ and thar = being 

at the nearest freight station should be notified when the 1°" 

was complete, did not constitute a delivery to the pa loading 
the loading was complete in less than 48 hours and “ed Where 
of such completion was given to the company, © notice 

In Ft. W. & D. C. vs. Tomson, 250 S. W. 947 it w 
that before the strict liability of a carrier, as such ‘pee held 
must be a complete delivery to it of the shipment for tram, Om 
tion in the ordinary course of its business; that when thea 
per undertakes, independently of the carrier, to load the me 
on cars set on a sWitch track by the carrier for such wha. 
at the request of the shipper, there is no delivery Ban . 
loading is complete and the carrier notified that the shipm “ 
ready for movement. ent is 

In W. G. Dunnigan & Co. vs. L. & N. R. Co., 155 §. w 15 
the facts were as follows: Pursuant to arrangements 1 : 
ously made for the transportation of tobacco, four cars — 
quest of the shipper, were placed on a sidetrack for loading 
On the same day, two of the cars were completely loaded anj 
one partially loaded, and during the night, without negligen 
on the part of the railroad company, they were destroyed “ss 
fire. It was customary to give notice to the company ten 
cars placed in such siding were loaded and ready to be moved 
No such notice had been given, and no bill of lading iggye 
There was no evidence that it was the custom of the company 
to take charge of a car until notified that it had been loaded, or 
to treat freight when loaded as delivered to or accepted by it 
or to show that the company had set apart the siding as 2 
place at which freight should be treated as delivered when 
loaded in cars. It was held that an actual or constructive de. 
livery to or acceptance by the carrier was not shown, and its 
liability as an insurer had not attached at the time of the fire 

In Straub vs. Mo. Pac. (Ark.), 283 S. W. 36, it was held 
that where a car had been loaded, and the shipper had notified 
the engine foreman in person that it was ready for shipment 
which, according to custom, was all that was necessary to con. 
stitute delivery to carrier, delivery was completed. 

See also L. & N. R. Co. vs. Long, 105 Sou. 890; Peter Fox 
& Sons Co. vs. L. & N., 259 S. W. 37; First National Bank vs. 
Mo. Pac. Ry. Co., 278 S. W. 1075. 

Tariff Interpretation—Waiver Out-of-Line-Haul Charge Where 
Tariff Provides for Application Through Rate or Combina. 
tion of Locals and Local Not Subject to Waiver of Out-of. 
Line Charge 
Texas.—Question: 

following question: 

A shipment of wheat originated at station “A,” was stored 
at station “B” and reshipped to station “D,” the origin and 
storage point being in Kansas and the destination in Texas, the 
entire movement being via Santa Fe system lines. 

There is a through rate published from both stations “A” 
and “B” to station “D” in S. W. L. Tariff 32-X, which through 
rate is somewhat higher than the combination rate over inter- 
mediate station “C’” and authority for using such combination 
is provided in item No. 3 of S. W. L. Tariff 32-X. 

The transit circular, which authorizes the storage privilege 
at “B,” further provides that shipments originating at “A,” 
stored at “B” and reshipped to “D” will be considered as moving 
in a direct line and no out-of-line-haul charges will apply, but no 
provisions are made for waiving the out-of-line-haul charge on 
a shipment from “A,’ via “B” to the intermediate point “C.” 

The question herein involved is: Does the combination 
authorized in item No. 3 of Tariff 32-X apply in connection with 
the free out-of-line-haul privileges or would it be necessary to 
observe the published through rate in the same tariff? It should 
be understood that the combination with back-haul charges, ap- 
plicable if shipment were destined to basing point “C,” is higher 
than the published through rate with no back-haul charges. 

Answer: Inasmuch as the tariff provides for the waiver of 
the out-of-line-haul charge on shipments to “D,” and provides 
that either the through rate to “D” or the lowest combination 
may be applied, it is our opinion, assuming that the provision 
for the waiver of the out-of-line charge is not restricted to apply 
only when the through rate to “D” is applied, that the com- 
bination over “C,” without the addition of the out-of-line-haul 
charge is the applicable rate. The waiver provision of the tariff 
having set aside the out-of-line charge, regardless of whether 
the through rate or a combination of locals is applied, no out- 
of-line-haul charge can be added by reason of the fact that had 
the destination of the shipment been “C,” an out-of-line charge 
would be assessable. In other words, the waiver provision be- 
ing applicable in so far as “D” as the destination is concerned, 
the lowest combination without regard to what additional charge 
would apply were the shipment destined to the point upon which 
the combination is based, is the applicable charge. 

In our opinion, the principle of the Commission’s decision 
in 104 I. C. C. 295 is applicable, in so far as that case in effect 
holds that the character of a shipment at its ultimate destination 
oy its character at the point upon which a combination rate 
is based. 


We will appreciate your views on the 
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Routing and Misrouting—Liabiiity of Carrier for Delivery on 
Consignee’s Siding Where Bill of Lading Specified Delivery 
at Another Party’s Siding 
New Jersey.—Question: Will you please render an opinion 

on the following controversy, and also give reference to any 

decisions in connection therewith: 

The X company ordered a carload of freight for delivery 
to X on the siding of B, the ultimate purchaser. The consignee 
was shown as X in the bill of lading, but delivery was re- 
quested specifically for B’s siding. Both concerns are located 
in the same city, which is a station on the delivering carrier’s 
line, and shown in its list of stations. However, X has a siding 
in one section of the city, and B has a siding in another sec- 
tion of the same city, but these sections are shown as separate 
and distinct stations in the station list. Instead of the bill of 
lading containing the station at which B’s siding is located, it 
contained the name of the city. The railroad company took 
it upon itself to deliver the car to X’s siding, and, upon dis- 
covery of this by X, the car was ordered to B’s siding, which 
the railroad. refused to switch without the payment of the 
charge for such service. The railroad agent was aware of the 
location of B’s siding, and we feel he erred in ordering car to 
X’s siding, regardless of the fact that the city was shown in 
the bill of lading, and not the specific station at which B is 
located. There was nothing in the bill of lading to indicate 
the car should go to the X siding. Should not the agent have 
requested instructions as to delivery if he was in doubt. 

Answer: While the Commission has held that there is no 
obligation on the part of the carrier to ascertain the location 
of a consignee’s siding (Lynchburg Chamber of Commerce vs. 
Sou. Ry. Co., 115 I. C. C. 625), nevertheless, there were no in- 
structions in the bill of lading which justified the carrier in 
making delivery of the shipment on the siding of X. The fact 
that the name of the station at which B’s siding is located was 
not shown in the bill of lading did not warrant the carrier in 
making delivery on the siding of X, there being no more spe- 
sific designation in the bill of lading of the station at which 
the siding of X is located than there was as to the station at 
which B's siding is located, the only station shown in the Dill 
of lading being, we understand, the name of the city within 
the limits of which the two stations at which the sidings of 
B and X are located. 

Reparation—Shipment Subject to Penalty Charge for Non-Com- 

pliance with Tariff Provisions 

Missouri.—Question: If consistent, I would like to have 
your opinion on the following transaction: 

August 26, 1926, a car of shoe polish, liquid, which is an 
inflammable article and subject to rules of the Bureau of Ex- 
plosives, moved from San Francisco, Calif., consigned to our- 
selves at St. Louis. Freight charges were collected on the basis 
of class rates in effect at that time. Upon our request a 
commodity rate was established and the carrier agreed to join 
us in a reparation claim on the shipment, asking for a refund 
based on the commodity rate recently established, which was 
done in the regular order, and within the regular time limit. 

The shipment was packed in cartons, which fully complied 
with the requirements of rule 41. However, the boxmaker’s 
certificate was omitted from the lading by the shippers. The 
Interstate Commerce Commission discovered this point, and 
has taken the stand that the 20 per cent penalty should be 
assessed on the entire shipment. The carrier has indicated 
they would not make an additional collection of penalty until 
the Commission had finally disposed of the matter. 

In our opinion, the commodity being subject to rules of 
the Bureau of Explosives, would not be subject to rule 41, hence 
20 per cent penalty would not be applicable. 

Will you kindly advise regarding this matter, and also ad- 
vise if claim could be recalled and handled on the formal docket, 
and not be barred by the statute of limitations? 

Answer: It does not appear that the provisions of rule 41 
of the Consolidated Classification are set aside as to the com- 
modity in question by the provisions of Agent Dunn’s Tariff 
No. 1, I. C. C. No. 1, referred to in rule 39 of the Consolidated 
Classification, which rule is referred to in rule 41 of the clas- 
sification, but that the provisions of Agent Dunn’s tariff are 
additional provisions to be observed by reason of the nature of 
the commodity. 

However, in so far as a claim for reparation is concerned, 
it is immaterial whether or not the shipment is subject to the 
penalty provision of rule 41 of the Consolidated Classification. 
See Western Shade Cloth Company vs. Canadian National Rail- 
ways Co., 14 I. C. C. 535. 

You can either file a formal complaint at once, the filing of 
your claim on the special or informal docket having tolled the 
running of the statute of limitations, or you may wait until 
your application on the special or informal docket is denied, and 
then file a formal complaint. 

Leases by Carriers to Shippers 

Minnesota.—Question: Will you kindly inform us of the 
court decision that has been rendered in regard to leasing rail- 
road property for warehouse terminal sites at the nominal charge 
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of $1 per year, and, furthermore, contract that all b 
may originate in this warehouse, be given to the 
whom the property is leased? 

We would very much appreciate havin 
or not such leases are legal. & you advise whether 

Answer: In Docket 6562, Leases and Grants by Carri 
Shippers, 73 I. C. C. 671, the Commission held that no a s 
cation exists for the leasing of railway lands to industries 
a nominal rental charge; that in cases where nominal or my bs 
inadequate rentals are reserved in leases it is evident that ro 
considerations are the moving cause so far as the carriers : 
concerned; that where it clearly appears that the traffic of o 
lessee is in part the consideration for the lease, the concly i ; 
follows almost inevitably that the transaction amounts re 
concession to the shipper-lessee, in violation of the Elkins a 
and of sections 2 and 6 of the interstate commerce act: that 
a provision in a lease of railway land whereby the shippe 
agrees to route over the lines of the lessor carrier or its a 
nections all or any part of the traffic which the shipper is able 
to-route amounts to an acknowledgment that the consideration 
of the making of the lease was in part the exchange of traf 
by the shipper for the right to occupy the land. 

So far as we are aware, this question has not been con- 
sidered by the courts or, at any rate, by the Supreme Court of 
the United States. 

Rates—Reasonableness—Failure of Carrier to Provide Clearance 

New York.—Question: We would appreciate your opinion 
as to whether we are entitled to overcharge claims on the fol. 
lowing: 

We have been purchasing steel storage tanks from a point 
in Ohio which is located on “A” Railroad, and shipping them 
on 36-ft. flat cars to a point in New York located on “B” Rail. 
road. C. F. C. 5 provides a carload rating of fifth class, mini- 
mum weight 24,000 pounds per car, subject to rule 34 for these 
tanks. Owing to clearance restrictions on “B” Railroad, we 
can only load 12 tanks on each car, and the 12 tanks weigh 
only 21,600 pounds. We desire to load 15 tanks on each car 
which would weigh 27,000 pounds, so to take advantage of the 
minimum weight of 24,000 pounds. 

We took the matter up with “B” Railroad and they will not 
accept cars on which 15 tanks are loaded on account of their 
height not clearing some tunnels and bridges. 

Ordering a larger car will not help matters in any way, 
for here we run against rule 34. There is no other way which 
these tanks can be loaded so as to load to the weight of 24,000 
pounds. In other words, we are penalized 2,400 pounds on each 
car we receive on account of our plant being located on “B” 
Railroad. , 

We filed claim for overcharge with “A” Railroad. Our con- 
tention being that we should only pay freight on 21,600 pounds 
actual weight at the fifth class rate, carload rate instead of on 
21,600 pounds as 24,000 pounds at the fifth class rate as as- 
sessed by carriers. We do not feel that we should be penalized 
on each car we receive, owing to carrier’s inability to handle 
same. These cars are shipped from this point in Ohio to vari- 
ous other points and cars are loaded to 24,000 pounds or more. 

Our claim was declined by “A” Railroad, stating that car- 
riers could not make any departure from the legally published 
weight. 

If your opinion agrees with our contention and the Inter- 
state Commerce Commission has never made a decision on a 
similar case, kindly advise us of same, so we may quote same 
to carrier in support of our claim. 

Answer: Your claim is not one for overcharge, but one 
which involves the reasonableness of the failure of the carrier 
to provide a clearance rule with respect to the class of ship- 
ments you are making to points on the “B” Railroad. See Val 
entine-Clark vs. C. N. Rys., 139 I. C. C. 218, in which case a simi- 
lar question was involved, the Commission holding that the rates 
charged on a shipment not unreasonable, and that the failure 
of the carrier to provide the clearance rule in connection with 
the applicable rate was not unreasonable or unduly prejudicial. 

Weights and Weighing 

New York.—Question: Several recent answers to questions 
relating to weighing of carload shipments have indicated that 
sole responsibility of ascertaining such weights rests with the 
carriers. 

We are interested in movement of mixed commodities taking 
fourth, fifth and sixth classes carloads, and it is not always 
convenient to furnish the exact weight on each commodity 
loaded in a mixed car. 

When the aggregate charge on such shipment is less 00 
basis of carload rate, minimum weight for one or more of the 
commodities and L. C. L. rates, actual weight for the other 
commodities, is the carrier required to determine the weight of 
each commodity so that lowest charge applicable under classi 
fication rule 10 will be applied? 

If carriers are not required to determine the exact weight 
of each commodity in a mixed carload and such shipment 15 
scale weighed and found to weigh in excess of bill of lading 
figures, can the carrier add the excess weight to the weight 
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< Steamship Service <Q 


General Offices, One Federal St., Boston, Mass. 


REGULAR FREIGHT SAILINGS 


Between 


_— York New Orleans 


Boston and San Francisco 


and 











Fastest Service by Sea 
Passenger and Freight 


Itinerary: New York—Havana—Panama Canal—Balboa 
—S8an Diego (Westbound) —ee Angeles—San Francisco. 
Thro Bills of Lading to or from other Pacific Coast 
“~. so European, West Indian, Canadian, Hawaiian, 
‘ar tern and Australian ports. 
Passengers’ automobiles accepted uncrated as baggage at 
= ate charge. All steamers equipped for reftigerator 
0. 




















Proposed Sailing Dates: 
Eastbeund frem . 
Westbound from New York San Francisco—Les Angeles 
Virginia (new) Mar. 2 Apr. 13 Mongolia . .. . Feb. 23 Apr. 6 
Mongolia ...+ Mar.16 Apr. 27 —California(new) Mar. 9 Apr. 20 
California (new) Apr. 1”May11 —_ Virginia (new) Mar. 23 May 4 
From Les Angeles 2nd day fellewing 


Havana and Santiago, Cuba; Jamaica, Panama, 
Colombia, Costa Rica, Guatemala, Honduras, Brit- 
ish Honduras, and via transshipment at Cristobal 
to West Coast Ports of Mexico, Central and South 


America. 











For rates and other information address: A ie # 
CTL ee LL LL 
FREIGHT TRAFFIC DEPARTMENT fonan MERCANTILE ifsc E fine 


Pier 61 North River, N. Y. C. 1 Breadway, N. Y. Cc. 






















433 California St. 17 Battery Place, $21 St. Charles St., 
San Francisce, Cal. New Yerk, N. Y. New Orleans, La. &; — = Stok ng — _ —_-y Sy ° — 
Leng Wharf, 140 S. Dearbern St., Philadelphia, Public Ledger Bldg. Baltimore, Chamber of Com- 
San Francisce, 60 Califernia St. merce 






Boston, Mass. Chicago, Ill. . 
Les Angeles, Central Bidg. 


Fast Freight Service: Mexico 


Through the Ports of Tampico 
and Veracruz and the National 
Railways of Mexico 






From Veracruz to: 
Mexico City - - 23 hours 
Pachuca- - - - 23 hours 
Puebla - - 20 hours 






From Tampico to: 
Mexico City - 47 hours 
Pachuca- - - - 47 hours 















The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 
total territory of the Republic. 

Weekly Services: New York (Ward Line) 


New Orleans (Cuyamel Line — Mexican- For complete information, communicate with 
American Line.) 
F. P. De Hoyos, Cor Agent G. B. Aigunee, Gen, Lome 
: " . 1515 Penn Building 219 . Exch. g. 
Through bills of lading issued by New York City t. Louis, Mo. 


i i i i F.N. Puente, Gen. Agt. A. Horcasitas, Com. Agt. F. C. Lona, Com. . 
steamship lines to all destinations 41 Monadnock Bid 4 414 Whitney Bank Bidg. 301 RMarqueize Busing 


on the National Railways of Mexico Francisco, Calit, New Orleans, La. 
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of the highest classed commodity taking L. C. L. rates or should 
such excess be included in the carload weight? 

Answer: While it is apparent a carrier should assess 
charges on the actual weight of shipment and not upon an 
arbitrary or an estimated weight except under proper tariff 
authority or under circumstances such as those described in 
Becker Co. vs. Director-General,.93 I. C. C. 68, the shipper can 
only, as a practical matter, see that this is done by the weigh- 
ing of his freight, it being a question for settlement by the 
Commission in a disputed case. In other words, the carrier is 
not justied in assessing charges on the basis of other than the 
actual or authorized estimated weight, but a shipper must 
necessarily have some way to check the weights used by the 
carrier, in the event he is doubtful as to whether the charges 
have been properly assessed. See Lowry Lumber Co. vs. Di- 
rector-General, 56 I. C. C. 229. 

Notice of Claim 

North Carolina.—Question: Will you kindly give us your 
opinion in regard to the following situation? We would also 
appreciate Supreme Court ruling in regard to this. 

Suppose. the carrier is transporting, for an example, a car 
of stone loaded upon a flat car in interstate commerce, the car 
catches fire and, in an effort to extinguish the fire, cold water 
or some other eold liquid is thrown on the burning car and 
the stone, the stone immediately cracking and crumbling be- 
yond use for which it was intended; there is, however, a small 
salvage value. 

The consignee informed the delivering railway agents of the 
damaged condition, the railway agent, accompanying the con- 
signee, inspected the shipment before the shipment was ac- 
cepted. The consignee agreed to allow the damaged material 
to be unloaded and stored on his premises in order that the 
carrier’s equipment could be promptly released. Notations of 
the damage and the cause of damage were made on the original 
paid freight bill by the agent of the railroad. 

Eleven months after delivery of the shipment, the consignee 
filed claim for damage. The carrier promptly declined claim, 
stating that the claim was barred by statute. 

We understand that section 20 of the act to regulate com- 
merce makes the provision that when a shipment is damaged 
while in transit, or while being loaded or unloaded by care- 
lessness or negligence of the carrier, then it is not necessary 
to file a claim within six months’ period, as prescribed in the 
bill of lading contract. 

Answer: Whether a notation on a freight bill as to loss 
or damage constitutes a notice of claim is the subject of con- 
flicting decisions by the courts. In Schaff vs. Ike Exstein & 
Bros. 270 S. W. 589, it was held that neither a notation or the 
knowledge of the agent of the delivering carrier is sufficient 
notice of claim. See also Cunningham vs. Mo. Pac., 187 S. W. 
282; Manby vs. Union Pac. Ry. Co., 10 Fed. (2d) 327; Brewster 
vs. Davis, 202 N. Y. S. 794. However, in Hyatt Roller Bearing 
Company vs. Pennsylvania Railroad, 104 Atl. 82; N. O. & N. E. 
R. R. vs. Wood, 73 Southern 315; Slider vs. Pere Marquette, 
161 N. W. 961, the contrary was held. 

With respect to claims of the class covered by the proviso 
of section 2 of the Uniform Bill of Lading Contract Terms and 
Conditions, i. e., the proviso referred to in the last paragraph 
of your letter, as this proviso has been construed by the Su- 
preme Court of the United States in Barrett vs. Van Pelt, 268 
U. S. 85; Davis vs. John L. Roper Lumber Co., 269 U. S. 158; 
Cc. & O. vs. Thomson Manufacturing Co., 270 U. S. 416, unless 
a claim or notice of claim is filed within the stipulated time, 
i. e., six months, the burden of proving negligence on the part 
of the carrier rests upon the shipper, which is not the case 
where a claim or notice of claim is filed within the stipulated 
time. 

As you will observe from the decision in the case last re- 
ferred to above, evidence showing delivery of a shipment to the 
carrier in good condition and its delivery to the consignee in 
bad condition makes out only a prima facie case, which prima 
facie case may be rebutted by the carrier, and, if rebutted, pre- 
cludes a recovery. 

Tariff Interpretation—Compliance with Tariff Provision by 
Shipper 

Wisconsin.—Question: Section 2 of rule 30 in Consolidated 
Freight Classification No. 5, provides for an allowance, for 
blocking, bracing, etc., used on open cars, up to 500 pounds 
when shown on the bill of lading. 

The clause, “shipper must specify on shipping order the 
weight of dunnage; otherwise no allowance will be made,” is 
rather flexible and is being misinterpreted. 

There is no question but what requirements of the rule 
should be observed, but what about the shipper who uses 500 
pounds of blocking and through an oversight neglects to show 
it on his bill of lading? Is he supposed to be penalized, or 
does this rule work as does the classification proper? 

It is an established fact that if a shipper makes a mistake 
that resultssin an overcharge, or a carrier makes a mistake 
resulting in an undercharge, they have only to produce proof 


s 
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or authority substantiating their contention, 
corrections are made. a necessary 

Why, then, if a shipper or receiver proves that 500 
of blocking was used, on a car, although notation was net aa 
on the bill of lading, is he not entitled to the privilege tar 
recting his error and receive the benefits? ba 3 

Have you record of any decisions covering this, or if 
what is your opinion? 7 ae 

Answer: With respect to this question, gee Ameri 
Licorice Co. vs. C. M. & St. P., 95 I. C. C. 525; Dill-Crossett ea 
vs. Director-General, 104 I. C. C. 48; Beatrice Creamery Co e 
C. B. & Q, 107 I. C. C. 568. Be 

Under the findings of the Commission in thege Cases 
compliance by a shipper with a tariff provision, which is 
condition precedent to the application of a given rate or the 
obtaining of an allowance, is essential. Therefore, your failure 
to make a notation on the bill of lading called for by rule 30 
of the classification will preclude you receivng the allowance 
provided for therein. ‘ 

Demurrage—Cars Subject to Rules 

Ohio.— Question: Kindly advise as to the status of car gery. 
ice on a crane, on its own wheels, and also an idler attached 
to crane car for boom, etc. 

On this crane and idler we pay switching to and from ou 
various yards in Cleveland. Are these cars entitled to a credit 
or debit, as the case may be, especially on the crane? 

The crane received in yard today, the boom erected and 
the idler returned to the carriers as an empty. Kindly advise 
if we would be entitled to the credit on the crane, the same 
as on the car containing boom, which are handled on the same 
day that cars are received. 

Answer: In section A, of rule 1, of the Uniform Demurrage 
Tariff, it is provided that cars of either railroad or private own. 
ership, held for or by consignors or consignees for loading, un. 
loading, forwarding directions or for any other purpose * * * 
are subject to these demurrage rules, except as provided in 
section B. 

In rule 9 it is provided that when the following agreement 
has been entered into, the charge for the detention of cars, on 
all cars subject to demurrage, * * * held for loading or 
unloading. 

We can locate no decision of the Commission applicable 
to this question, but it appears that the provisions of rule 9 
are applicable only to cars held for loading or unloading, al- 
though, in section A, of rule 1, the additional phrase “or for 
any other purpose” appears. 

Tariff Interpretation—Application of Routing Instructions 

Oklahoma.—Question: Kindly be referred to I. C. C. 2069 
of J. E. Johanson, agent, Southwestern Lines, Tariff 125-D, page 
431 thereof, and route No. 861, which reads as follows: “Via 
G. C. & S. F., A. T. & S. F., Chicago, Ill., and C. & E. I. or vid 
other Illinois junctions and connections.” 

The route referred to is more or less ambiguous and leaves 
a doubt as to just what it means, and will be pleased to have 
your opinion as to whether or not a shipment originating at 
Pampa, Tex., on the P. & S. F. Railway, destined Chicago, IIL, 
could be routed protecting the through rate via the Santa Fe. 
Kansas City-Wabash-East St. Louis-C. & E. I.; or via Santa Fe 
Kansas City-Wabash-Danville-C. & E. I. 

Answer: While, as you state, route 861, shown on page 
431, is more or less ambiguous, it is our opinion that this route 
contemplates the A. T. & S. F. receiving the ‘haul to Chicago 
or other Illinois junctions within the Chicago switching district, 
find does not provide for a route which includes a carrier be 
tween the A. T. & S. F. and an Illinois junction, such as East 
St. Louis. It is to be observed that stations on the C. & EL 
from Chicago to Tuscola, Ill., carry reference to route 861, 
while the balance of the C. & E. I. stations carry reference to 
route 862, which latter route permits the forwarding of ship- 
ments via such a route as you have outlined in the last para- 
graph of your letter. 


Freight Charges—Demurrage—Liability of Commission Merchant 
for 

Pennsylvania.—Question: We would appreciate your opil- 
ion of the case outlined below: 

This firm acts as commission agents and have average 
agreement with carrier. A certain shipper in Canada requested 
us to sell for his account a car of turnips on hand at station 
where we have average agreement. We agreed to handle this 
car for his account. 

He wired station agent to release car to us. Car was sold 
by us on the following day and, as freight charges were fully 
prepaid, we remitted to shipper in full, less our commission, and, 
to protect ourselves from due bills, mailed carrier notice of 
beneficiary ownership. 

At the close of the month, carrier charges us $70 demul- 
rage for this car, same having accrued prior to date released 
to us. 

Would beneficiary ownership release us of all charges 
having accrued on car prior to our handling, and could this car 
be rightfully included in our average agreement? 
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NEWARK, N. J. 
STORAGE 





-Calmar Steamship Corporation 


CALMAR LINE—Coast-to-Coast—Via Panama Canal 






























Tou. Baltimore Philadelphia Los Angeles 
No. Ship Arrive— Depart Arrive— Depart Arriyve— Depart 
5 OAKMAR Sailed Sailed Sailed 
Jersey 5 TEXMAR Sailed Sailed Feb. 20 Feb. 25 
Circ) 4 CUBORE Sailed Sailed Mar. 8 Mar.13 





6 CALMAR Feb. 18 Feb. 22| Feb. 24 Feb. 28} Mar.21 Mar.26 
6 PENNMAR | Mar. 3 Mar. 7| Mar. 9 Mar.15| Apr. 5 Apr. 10 
6 YORKMAR | Mar.18 Mar.22| Mar.24 Mar.30| Apr. 20 Apr. 25 
6 MASSMAR | Apr. 3 Apr. 7| Apr. 9 Apr.15| May 6 May 11 














San Francisco . 
mF 3 be Voy. Oakland Portland Seattle 
NEWARK WAREHOUSE 3 3 No. Ship Arrive Depart Arrive— Depart Arrive— Depart 
: ; 5 OAKMAR Sailed Feb. 18 Feb. 19| Feb. 21 Feb. 23 






5 TEXMAR Feb. 27 Mar. 2/| Mar. 5 Mar. 6/ Mar. 8 Mar.10 
4 CUBORE Mar.15 Mar.18} Mar.21 Mar.22| Mar.24 Mar.26 
6 CALMAR Mar.28 Mar.31| Apr. 3 Apr. 4| Apr. 6 Apr. 8 
6 PENNMAR | Apr.12 Apr. 15| Apr.18 Apr. 19| Apr. 21 Apr. 23 
6 YORKMAR | Apr. 27 Apr. 30} May 3 May 4] May 6 May 8 
6 MASSMAR | May13 May 16} May 19 May 20| May 22 May 24 
aoooo—————_eEeEe—e———_—_—_——_____========anhpmB@a==|=" 


CLAIMS are COSTLY to shipper, consignee and carrier 
alike. Avoid the RISK of this ‘‘BUGABOO”’ by using 
CALMAR LINE—COAST.TO.COAST with STOWAGE 
SUPERVISION of DISTINCTIVE QUALITY. 


For your information regarding rates, etc., apply to 


CALMAR STEAMSHIP CORPORATION, 
Moore & McCormack, General Agents, 
5 Broadway, New York, N. Y. 
Bourse Building, Philadelphia, P 
First National Bank Bldg., Bidemeee, Md, 
Oliver Building, Pittsburgh, Pa. 
Rookery Building, Chicago, Ill. 
CALMAR STEAMSHIP CORPORATION, 
Swayne & Hoyt, Pacific Coast Agents, 
240 Front Street, San Francisco, Calif. 
318 Transportation Bldg., Los Angeles Calif. 
911 Board of Trade Blidg., Portland, Ore. 
201 Central Building, Seattle, Wash. 

































Located three blocks from the busiest 4 corners in the U. S. A. 


STORAGE IN TRANSIT 


Pool Car Distribution 


All Freight Unloaded Under Cover 
Grinnell Dry System Sprinkler Throughout 






















Private Siding Connection with 
The Central Railroad Co. of New Jersey 


For rates and arrangements, apply or write to 


F. W. STOKES, Manager 
NEWARK WAREHOUSE CO., Newark, N. J. 


MYRie 


EASTERN AGENTS 


MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 































“ta > 


Great Lakes <u> P*c: New York 


THE ONLY DIRECT ALL-WATER ROUTE 
SERVING WITHOUT TRANS-SHIP MENT 


New York ‘- Buffalo - Cleveland - Toledo - Detroit 
Oswego - Hamilton, Ont. 


























From Baltimore, Philadelphia and 
New ‘York 
Bi-Weekly or Fortnightly 









DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 










Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East 
and British Columbia 


MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 










SHIP BY BARGE! 
via THE OPEN GATEWAY TO the SEA 


AFFORDING SHIPPERS 


ndable Freight Service with 20% Savings in Rates. 
ae. ongside Steamers at New York Without Trans-shipment. 


Nothing Less Than Fal Barge Loads Aosspted, 650 
tons constitute average barge load. Barges move in fleets of four 
(4) with approximate total capacity of 2600 gross tons. 


For Rates or Other Information, Address 


HEDGER TRANSPORTATION COMPANY, Inc. 


a. Broadway, New York City, N.Y. T 
NY: Merine Exchone Buffale Office: Chamber of Commerce Bidg. Sosing Sen SUS 

































Branch Offices 
Chicago, St. Louis, Pittsburgh, Baltimore, 
senneeer Mobile, New Orleans 


McCORMICK STEAMSHIP Co. 


GENERAL PACIFIC COAST AGENTS 
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Answer: If, as we understand, you complied with the pro- 
visions of paragraph 2, of section 3, of the interstate commerce 
act, in that prior to the delivery of the property you notified 
the delivering carrier in writing of the fact of your agency and 
absence of beneficial title, it is our opinion that you cannot be 
held liable for the demurrage charges which accrued on the 
shipment prior to the time it was ordered delivered to you by 
the shipper. 

Paragraph 2, of section 3, of the act, does not mention de- 
murrage charges, but states that a consignee to whom a ship- 
ment has been ordered delivered by a shipper or consignee shall 
not be legally liable for transportation charges in respect of 
the transportation of such property beyond those billed against 
him at the time of delivery for which he is otherwise liable, 
which may be found to be due after the property has been deliv- 
ered to him, if the consignee is an agent only and has no 
beneficial title in the property and has notified the delivering 
carrier of this fact. While we are not aware of any case in 
which this question has been considered, it is our opinion that 
the provision applies to demurrage charges. With respect to 
the question of whether this car can be included in your average 
agreement, we can locate no decisions of the Commission re- 
lating thereto, which are specifically in point. However, under 
the decision of the Commission in Lynah & Reed vs. B. & O. 
R. R. Co., 18 I. C. C. 38, it would appear that the car cannot 
be .ncluded in your average agreement. See also the Com- 
mission’s Conference Ruling 463. 

Routing and Misrouting—Conflict Between Rate and Route Not 
Covered by Conference Ruling 474C When Initial Carrier 
Not Party to Rate Shown in Bill of Lading 
Georgia.—Question: Will you kindly give me your opinion 

on the following: 

A party shipped 100 bales of cotton from a local station on 
the X R. R. to A, routed and billed X R. R. to B, thence con- 
nection to A, and prepaid freight charges on the rate which 
applied via this route, both the rate and the amount of prepay 
being inserted in the bill of lading. The agent of the X R. R. 
accepted the shipment and signed the bill of lading with the 
route and rate made through B; in fact, his attention was called 
to this routing before he signed the bill of lading and he under- 
stood that the cotton was to move this way and billed it via 
this route through to A. The X R. R. later undertook to collect 
additional freight charges on this shipment of cotton, saying 
that they did not participate in the rate as per route used. We 
have declined to pay any additional freight charges because the 
agent of the X R. R. accepted the shipment and signed the bill 
of lading with route and rate, with freight charges prepaid 
through B, and if the X R. R. was not a party to this rate and 
route their agent should have refused the shipment and given 
to the shipper his reason for declining the shipment via the 
route and rate used; in other words, he executed a bill of lading, 
the terms of which were not acceptable to this company. I 
contend that it is up to the X R. R. to protect the rate via the 
route the cotton moved and as per the bill of lading which their 
agent executed. 

Answer: In its opinion in McLean Lumber Co. vs. L. & N. 
R. R. Co., 22 I. C. C. 349, the Commission holds that where a 
shipper tenders a shipment to a carrier with a bill of lading 
showing a certain rate, which rate is not applicable via any 
route in connection with that carrier, but is applicable in con- 
nection with another line as initial carrier, the line to which 
the shipment is tendered is not obligated to deliver it to a com- 
peting line for the purpose of giving the shipper the benefit of 
the rate shown in the bill of lading. The cases cited in Con- 
ference Ruling 474-C have reference to instances where the car- 
rier has a discretion or control of the matter of routing; that is, 
to a situation where it is possiible for it to forward the ship- 
ment via a route over which the rate stated in the bill of lading 
is lawfully applicable and to which it is a party, though 
not applicable via the route indicated by the shipper. The 
conference ruling does not contemplate that the initial carrier 
to whom the shipment has been delivered shall ascertain whether 
a competing line can transport the shipment at a lower rate, 
and, in that event, turn it over to such line. 

We assume that the carrier to which you delivered the 
shipment was not a party via any route to the rate shown in 
the bill of lading. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended February 2 
totaled 946,892 cars, according to the car service division of 
the American Railway Association. 

Compared with the preceding week, this was an increase 
of 20,704 cars, with increases reported in the total loading of 
all commodities except coke and forest products, which showed 
slight decreases. 

The total for the week ended February 2 was an increase 
of 20,630 cars over the corresponding week in 1928, but a de- 
crease of 18,772 cars under the corresponding week in 1927. 

Revenue freight loading .the week ended February 2 and 
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for the corresponding period of 1928, by districts, w 
, , a 
as follows: . 
Eastern district: Grain and grain products, 7,018 and 1,7 
stock, 2,592 and 3,231; coal, 49,389 and 42,738; coke, 3,039 al 
forest products, 5,738 and 6,774; ore, 1,523 and 1,406: mer 
a. 4 ., 68,057 and 65,942; miscellaneous, 87,773 and 81 16° 
1929, 225,179; 1928, 211,660; 1927, 220,724. . 
Allegheny district: Grain and grain products, 3,196 and 41: 
live stock, 2,147 and 2,032; coal, 46,858 and 42,733; coke, 5619" 1% 
5,134; forest products, 3,100 and 2,812; ore, 1,006 and 983: merchandi d 
76,183 and’ 69,730; ton 


L. C. L., 52,203 and 52,528; miscellaneous, 
1929, 190,312; 1928, 180,105; 1927, 198,914. 

Pocahontas district: Grain and grain products, 199 and 
live stock, 61 and 99; coal, 42,578 and 35,997; coke, 416 and 431* Me. ; 
products, 1,391 and 1,403; ore,, 78 and 174; merchandise, L. : Tier 
an ,325; miscellaneous ,695 and 5,134; total, 57 fer.’ 3! 
50,768; 1927, 60,478. ; 1 1929, 57,585;° 1924, 

Southern district: Grain and grain products, 4,553 and 5,091; live 


“stock, 1,869 and 2,531; coal, 30,007 and 27,974; coke, 736 and 669- forest 


products, 20,466 and 20,395; ore, 1,232 and 1,228; merchandise, L Cc 
40,315 and 41,234; miscellaneous, 49,927 and 50,215; total, 1939 149 1! 
1928, 149,277;'1927, 156,863, —— 
Northwestern istrict: rain and grain roducts 
14,383; live stock, 8,585 and 11,175; coal, 12,236 os 3 680; “— = 
and 1,874; forest products, 14,229 and 21,107; ore, 472 and 491: 1836 
chandise, L. C. L., 28,780 and 31,432; miscellaneous, 30,668 and Pry 
total, 1929, 107,206; 1928, 120,488; 1927, 114,433. 346; 
Central Western district: Grain and grain products 
16,146; live stock, 9,832 and 13,239; coal, 21,859 and i¢ 398; cok 
485 and 382; forest products, 6,366 and 8,321; ore, 3,945 ‘and 3 196. 
merchandise, L. C. L., 32,850 and 33,845; miscellaneous, 45,760 "and 
46,775; total, 1929, 138,834; 1928, 138,302; 1927, 138,257. ° ’ . 
Southwestern district: Grain and grain products, 6,615 and 6,238; 
live stock, 2,422 and 2,955; coal, 8,167 and 6,187; coke; 300 and ‘938: 
forest products, 8,163 and 8,600; ore, 413 and 410; merchandise i 
C. L., 16,258 and 16,788; miscellaneous, 36,333 and 34,296: total 1929 
78,671; 1928, 75,662; 1927, 75,995. ' 2 : 
_ Total, all roads: Grain and grain products, 49,718 and 53,919: 
live stock, 27,508 and 35,262; coal, 211,094 and 180,656; coke 12,481 
and 11,368; forest products, 59,453 and 69,412; ore, 8,669 and 7,888: 
merchandise, L. C. L., 245,630 and 249,094; miscellaneous, 332,339 and 
318,663; total, 1929, 946,892; 1928, 926,262; 1927, 965,664. ‘ 


17,737 and 


Loading of revenue freight in 1929 compared with the two 
previous years follows: 
1929 
3,570,978 
946,892 


4,517,870 


1928 1927 
3,448,895 3,756,660 
926,262 965,664 


4,375,157 4,722,324 


DOINGS OF THE TRAFFIC CLUBS 


(Continued from page 424) 
into the trade fields of the republics south of us,” he said, 
According to him, the United States has built up a trade of two 
billion dollars with South America since the war. 


Four weeks in January 
Week ended February 2 


The Motor City Traffic Club, of Detroit, will hold a dinner 
meeting at the Masonic Temple February 18. Judge W. McKay 
Skillman, of the Recorder’s Court, will be the speaker. There 
will be a program of music and other entertainment. 


The Traffic Club of Cleveland held its fifteenth annual din- 
ner at the Hotel Cleveland February 7. Maurice Hindus spoke 
on “Adventures Around the World.” John A. Coakley, general 
traffic manager, American Steel & Wire Company, was elected 
honorary president of the organization. 


At a meeting of the Women’s Traffic Club of San Francisco 
at the Women’s City Club February 7, Donald A. McPherson, 
assistant operating manager, Oceanic and Oriental Navigation 
Company, spoke on “Modes of Transportation in the Orient,” 
instead of the subject formerly announced. 


The Transportation Club of St. Paul held a luncheon at 
the Union Depot dining room February 12. D. J. Kerr, assist: 
ant to vice-president, Great Northern, spoke on “Conquering 
the Cascades.” His talk was illustrated with moving pictures 
of the construction of the eight-mile tunnel in the Cascades 
officially opened by his line January 12. 


The “Good-Year” campaign committee of the Birmingham 
Traffic and Transportation Club, representing one of the two 
tickets of nominations presented to the club at its annual elec 
tion February 14, presented a program from radio station WAPI, 
Birmingham, February 9, which included short addresses by 
Ray McCaffrey and J. E. Springer, Good-Year candidates for 
president and second vice-president, respectively. 


Cc. & O. FREIGHT CAR ACCOUNTING 


The Commission has announced that Director C. D. Mahaffie, 
of the bureau of finance, will hold a hearing February 25 at the 
office of the Commission in Washington in No. 21917, account 
ing for rebuilding freight cars by Chesapeake & Ohio Railway. 

Question has arisen, according to the Commission, regard- 
ing the method of accounting for expenditures by the C. & 0. 
in rebuilding certain freight cars, and the company has asked 
for a hearing on the matter. 
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CONTRACTORS FOR 


HAULAGE COMPANY, Inc. Sainryetastt'nt &, 


NEW YORK CITY, N. Y. Eactete SS, Oo, Ugnes 


Long Island R.R. . 
New “York Central R.R. Co. 
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po in Constructive Station Deliveries P. O. Box 780, BROOKLYN, i we New York, New Haven & 
: aa Armored Trucks for Handling a : Hartford R.R. Co. 
31,346. Valuable Products Over 200 Heavy Duty Trucks in Operation atone 












INDIANAPOLIS 


Service That Satisfies 


Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


From Philadelphia . . Wednesdays and Saturdays 
From Houston... .... Mondays and Thursdays 
Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bidg., PHILADELPHIA, PA. 







TRIPP WAREHOUSE COMPANY 


Merchandise 2"¢ Machinery Storage 
POOL CAR DISTRIBUTION 
MEMBER 


AMERICAN CHAIN OF WAREHOUSES 
CHICAGO, 53 West Jackson Blvd. . NEW YORK, 260 W. Broadway 


ATLANTA 
GEORGIA 


The Heart of the 
Best Trade 
Territory 
In the South 


MERCHANDISE STORAGE 
AND POOL CAR DISTRIBUTION 


Fireproof — Lowest Insurance 


Merchants & Manufacturers Warehouse Co. 


















Consider 


the Time 
Element! 


When you ship to the Orient via Seattle on 
“President Liners” you are assured of fast, 
0 9. dependable service over the short route 
to Yokohama, Kobe, Shanghai, Hong 
maha’s Largest See 
frequent with sailings every other Saturday. 


Merchandise Warehouse Arrivals each alternate Monday. Thru bills 







1, of lading issued to all Oriental ports. 
4 offers to the public the IDEAL warehouse and Eis In addition seven express “Cargo Liners” 
distributing service in the Middle West. to serve you. 
Merchandise Distribution and Warehousing. Ideal ; T. J. KEHOE, Gen. Eastern Agt., 32 Broadway, New York 
offices for brokers and branch managers. Central v6 tw hae Sr BCE, Gen. Aes. 
. location. Reinforced concrete construction. Private Detroit, Mich. Chicago, Il. 






trackage, \ L. L. BATE ight A: ‘ 
rackage, no switching charge. Prompt city de- S, Osnoral Evoiahe Agent 


livery service. Pool cars distributed promptly. 1519 oe ihe South, Seattle, Was 


The Terminal Warehouse Co. American Mail Line 


Omaha, Nebr. MemberA.W.A. 11th and Jones St. 
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POSITIONS WANTED OR OPEN 


POSITION WANTED—Transportation executive, now employed, 
desires traffic connection with industrial or commercial organization; 
ave 38; married; broad experience claims, rates, etc., and adjust- 
ments before carriers and commissions; familiar rates all territories; 
Chicago ldcation preferred. Address P. B. A. 170, care Traffic World, 
Chicago, Ill. 


POSITION WANTED-—As traffic manager by successful Chicago 
traffic executive; 21 years’ railroad, Industrial and chamber of com- 
merce experience, all phases traffic and practice before Commissions 
Address M. 8S. T. 172, care Traffic World, Chicago, Il. 


FOR SALE—Cheap, in lots of five or more, 200 Tengwall taritf 


excellent condition. 


prongs for standard punchings; 
0. 174, care Traffic World, Chicago, 


binders, four 
Address N, M. 


POSITION WANTED—Traffic manager or assistant, thorough 
railroad and industrial experience; qualified to handle position tn 
connection with sales, accounting, orders or customers’ adjustments; 
married; best of references. Address I. M. A. 178, care Traffic World, 
Chicago, Ill. 


PRINTED TRAFFIC FORMS at a saving of one-half or more. 
We print in large quantities and carry in stock for immediate ship- 
ment. Forty standard styles of traffic forms, foreign invoices and 
bills of.lading. Price Ist and samples free Traffic 
forms Company, Janesville, Wis. 

POSITION WANTED Traffic executive desires position of re- 
sponsibility with commercial or industrial organization, Special train 
ing in traffle together with 14 years’ practical railroad and industrial 
experience Now employed; age 387; married. secondary 
Salary dependent upon results for advancement ‘. 
180, cure Traffle World, Chieago, Hl. 


upon request. 


ee 


Location 
Address 


Merchandise 
Storage 
, pERMINAD 


OK 


CRON CAG? Pool Car 


Distribution 


1401- 


2000 Carload 
Capacity 


Do You Know =. «- 


(1) Rent teams and trucks? (2) Distribute pool cars? 
(3) Make daily deliveries to suburbs es well as 
to all parts of Chicago? 


JOS. STOCKTON TRANSFER CO. 


Estabjished 1857 1020 South Canal Street, Chicago 


Storers, Distributors 
and 
Forwarders 


of 
General Merchandise 


Pool Car Distribution 


Prompt and 
Intelligent Service 


UNION CITYO;-o WATERBURY 
BEACON FALLSQONAUGATUCK 
ANSONIA OOSEYMOUR 
SHELTON g'o OERBY 
DEVON 6 |-o hey NEW HAVEN 


priocerort Sa se 
SOUTH NORWALK 


TO ALL LONG ISLAND SOUND 


POINTS WEST’ a aa 
WEW YORK 
TO ALL POINTS SOUTH BOAT AND RAIL 


THE TRAFFIC WORLD 


WILLIMANTIC @, —_..0 JEWETT CITY 


WEW LONCON 


PON rane Sgr. 


THAMES RIVER LINE, 


Vol. XLII, No, 7 


WASHINGTON, D. c, 
When in Washington, Eat Well Seasoned, Home Cooked Food ot 


THE AVENUE CROWN 


Across the Street from J. C. C. BLDG. 


eS 1727 Penna. Avenue N. W. 


TERMINAL 


SUILOS BETTER BUSINESS: 
MERCANTILE WAREHOUSING ANS DISTRIBUTING 


TERMINAL WAREHOUSES OF ST. JOSEPH; Inc. 
ST. JOSEPH, MISSOURE: ... 


GEOGRAPHICALLY 


LOCATED TO RENDER 
DISTRIBUTORS 


DISTINCTIVE WAREHOUSE 
AND FORWARDING 
SERVICE 


RICHMOND, VA. 


Storers, Distributors and Forwarders 
of General Merchandise 


176,000 Square Feet Floor Space 
S Southern R. R. Siding. 5c Ins, Rate 


Virginia Bended Warehouse Corp. 
1709 East Cary Street 


NEW ORLEANS 


In the heart of the Commercial District 


we have a distributing depot for package freight, op- 
erated for the particular service of the traffic manager 
by a specialized organization that will handle orders as 
promptly and efficiently as your own shipping department. 


The most centrally located warehouse in the city 


COMMERCIAL WAREHOUSES __ ,gurti 


201 Iberville 


PANAMA MAILS.S. CO. 


Fast Freight and Passenger Service 
Scheduled Fertnightly Sailings via Panama Canal 
From SAN FRANCISCO and LOS ANGELES to HAVANA and NEW YORK | 
EASTBOUND SAILINGS | 


From Los Angeles 
ar. 2 
Mar. 16 
Mar. 30 


From San Francisco 
S. S. GUATEMALA Feb. 28 
S. S. EL SALVADO: 
S. BH. COMAIIEIBGA, occ ccc ccccscces 
S. S. ECUADOR.... Apr. 13 
: Also regular sailings for Mazatlan, Champerico, San Jose de 
Guatemala, Acajutla, La Libertad, Corinto, Amapala, Puntarenas, 
Juan del Sur, Balboa and Cristobal (Panama), Buenaventura, Puerto 
Colombia and Cartagena, Colombia. 
Trans-Shipment at Panama for South America and European Ports 
Through rail export bills of lading issued in transcontinenta! 
territory via San Francisco and Los Angeles harbor honored to all 
West Coast Mexican and Central American ports. 
—OFFICES— 
140 S. Dearbern S8t., Chicage, Ill. 2 Pine Street, San Francisce, Cal. 


10 Hanover Sq., New Yerk, N. Y¥. 548 8S. Spring St., Les Angeles, Cal. 


THRU RATES AND 
DIRECT WATER ROUTES 


South Norwalk, Bridgeport, New 
ft TOM London and Norwich, Conn. 
exmenns BOAT SERVICE t O 


C. F. A., W. T. L., Inter-Mountain, 
South and Southwest 
STORE DOOR DELIVERY + CLYDE, OLD DOMINION, SAVANNAH, 
BY OUR OWN MOTOR TRUCKS §{)77J MALLORY and MORGAN S. S. LINES 
INC., Pier 32 E. R., New York City, “mage 8. Puce, 


WORWICH 


MYSTIC 


<_ 





